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lb DESIGN A MODERN SKYSCRAPER 


Reg. U. S. Patent Office 


PEAK eset “ Fae Fame Paes ys 3 


Copies tt 
SATA Seti “Eek 


only a Skilled Architect 


Building a modern skyscraper involves 
more than the laying up of brick or stone 
according to desired appearance, floor 
space and height. Designs, plans and 
specifications must be carefully calculated 


lb DESIGN THE RIGHT CONTAINER 


to insure due strength and permanence 
without excessive weight or cost. 

Only to a skilled architect can such 
an important job be entrusted with 
confidence. 


only a Package Engineer 


In the proper designing of a shipping 
container more must be considered than 
mere shape and dimensions. Shipping 
weight, labor costs, storage, merchandising 
needs, ample protection without excessive 
cost—all must be dealt with. 

50 H & D Package 
Engineers are daily solv- 
ing complex shipping 


container problems. Their experience and 
skill have saved thousands of dollars for 
shippers everywhere. 

The services of these men—backed by 
the resources of the world’s largest cor- 
rugated fibre box making organization— 
are available to you without charge or 
obligation. If you have a packaging prob- 
lem—send for an H& D Package Engineer. 


Write for a copy of the latest H & D booklet 
on scientific packaging in your industry. 


THE HINDE & DAUCH PAPER CO., 303 Decatur St., Sandusky, Ohio 
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Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National cr 
Railways of Mexico - 























From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours Hl 
Puebla - - - - 20 hours 

































oe 
From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 
The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the EDIT 
total territory of the Republic. 
Weekly Services: New York (Ward Line) CURT 
New Orleans (Cuyamel Line—American : ; : 
Fruit & Steamship Corporation.) For complete information, communicate with nec 
F. P. De Pi on Save. Agent G. B. ‘a, on, Agent F 
Through bills of lading issued by "gPoe peers ‘St 
steamship lines to all destinations —_F.N. Puente, Gen. Age. A. Horcasitas, Com, Agt. FG Lona, Com. Agt 
on the National Railways of Mexico feet |“ Geeta Ch rquate Baiting I 
F 
LS pEete nee eae RECT EINER RS HTS St 3 ramen ) 
3 Cit | 
“HEART 
AMERK ‘ 
I 
PRO 
TRANSFER and STORAGE CO in 
an ‘ 
MIS( 
SHI 
Responsible-- THE 
Reliable — Reasonable 
228-236 West Fourth Street _ 
“Surrounded by the Wholesale District” Mo" 
Merchandise Storage 
Low Insurance Rates INL 
Pool Car Distribution 
Freight Forwarders and Distributors AVI 
City Delivery Service, Twice Daily 
Prompt and Efficient Service OcE 
Excellent System of Stock Records 
and Reports Qu 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., PE 
Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 
Write us for Information and Rates ™ 
NE 
dO 
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Shippess 


L. every line of endeavor, sooner 
or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligeni, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware- 
houses enjoy the position of leadership in their chosen field. 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mor. W. J. BISHOP, Gen’l Mgr. ; 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 


AIN of TIDEWATER TERMINALS; 


aA ALLIED INLAND WAREHOUSES ~a se «| 


HARVEY C.MILLER President 


W.B.MCKINNEY Secretary&Treasurer (( / 
_ COMMERCIAL TRUST BLDG. PHILA. PA. 
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Expedited Switching Service 
Between the Following Railroads 


Railway Company 
inois Central Railroad Company 
Illinois Terminal Railroad 
e ailroad Company 
R. R. Co. (L. E. 
Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


Route Bill of Lading 
Via (P.&P.U.Ry.) Peoria, Ill. 
Yi Why not dovetail expe- 
yf dited trunk line service 
ML, Uf with expedited gateway 
i ae terminal service. 


Postal Card Passing Reports Promptly 
Furnished on All Carloads. 


- M ail f| USE THE PEORIA GATEWAY 
\\ 


K \ 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK,\Traffic Manager, Union Station, Peoria, Illinois 
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the Far East. 


Up- to-the- minute equip- 
ment of the Port of 
Seattle insures greatest 
dispatch in transfer of 
cargo from car to ship. 
Anything from a hun- 
dred ton locomotive to 
a bale of matting can 





Three on a 


“three on one match” because of the age-old 
falsism that it’s “bad luck’”—so are many shippers still routing their oriental 
cargoes via south Pacific ports because of the equally false notion that they 
are closer to the Orient. 


Just as some men refuse to light 


2. From one to seven days less 
in insurance and interest charges. 


‘ 


. 
‘ be ge 


Weis : — 







Habit, pure and simple, yet how many have drifted into it! 


SHIP VIA 


PUBLIC 
TERMINALS 
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As a matter of fact, the Port of Seattle, by reason of its strategic position, 
500 miles nearer to the Orient than any other American port, affords the 
exporter a rare combination of basic advantages: 


1. From one to seven days quicker deliveries to the principal markets of 
“in transit” time with proportionate savings 


3. Low handling, insurance and storage charges at the $10,000,000 publicly 
owned terminals. 


4. Four trans-continental rail lines and innumerable trans-Pacific steamship 
lines affording more frequent service than through any other port. 


5. Expeditious, economical and efficient transfer from car to ship assured by 
most complete handling equipment and facilities. 


Comparison of trans-Pacific routes will quickly convince you that you can save 
days and dollars by shipping—via Seattle! 


be handled with 
equal facility and 
dispatch. Four 
trans-continental 
railroads and seven 
trans-Pacific steam- 
ship lines serve the 
Port of Seattle. 


THE PORT OF SEATTLE 


Write for a copy of the Port of Seattle Yearbook—it contains much 
information and data valuable to traffic mana fers, manufacturers, 
exporters, importers and others interested in trading with the Orient. 
It’s free for the asking. 


Traffic Dept., Bell St. Terminal, 


Seattle 


Seattle, Washington 





the Urient 


Vol. XLIv, No, 9 


WHY PAY 1 TRIBUTE TO HABIT) 


Seattle is over 500 ~ miles 
nearer to Yokohama than 
any other American port. 
By the “established trade 
route” via Honolulu, it is 
1,500 miles nearer. The 
saving in time is propor- 
tionate, depending upon 
speed of the vessel. 





P Seattle to Yokohama 


Hawait 
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TO CALIFORNIA 


via the Clean, Cinderless, Scenic 
Great Northern Route 


Step aboard the New EMPIRE BUILDER or the luxuri- 
ous ORIENTAL LIMITED...ride the 1200 clean, cinder- 
less miles behind super-power oil-burning and electric 

locomotives...60 miles by daylight along Glacier National 

Park...enjoy the courteous service of these superbly equipped 
modern trains and you will understand the over-whelming 
popularity of the Great Northern Route. 


FREIGHT 


SERVICE 


Route your freight via Great Northern for fast, convenient 
and dependable freight service... between St. Paul, Min- 
neapolis, Duluth, Superior, Sioux City, Winnipeg, Bil- 
lings, Butte, Spokane, Portland, Klamath Falls, 


Ore., Seattle, Tacoma and intermediate points. 




















Through Daily Merchandise Cars to 
Pacific Northwest and Inter- 
mediate Points 









A.J. Dickinson M. J. Costello H. H. Brown 
PassengerTrafficMgr. Western Traffic Mgr. General Traffic Mgr. 
St. Paul, Minn. Seattle, Wash. St. Paul, Minn. 

T. J. Shea H. G. Dow 
Asst. Gen. Freight Agt. Eastern Traffic Mgr. 

105 W. Adams St. 233 Broadway 
Room 620, Chicago, Ill. New York City 
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ITH each state drawn to 

W size consistent with actual 

population, this unique map 

shows at a glance the relative 

importance of markets. . . It 

points the way to faster, more 

economical distribution. . . It 

helps in assigning territories, 

establishing quotas and increas- 
ing volume. 


ACCURATE GUIDE 
TO MARKETS 


With population as a true index 
to anticipated sales, it indicates 
with mathematical certainty the 
most strategic point for branch 
plant or warehouse. .. It helps 
the newly-organized company to 
obtain the ideal combination of 
low-cost production and distri- 
bution. 


ee 


MARKET MAP of AMERICA 


SALES MANAGERS: Send 
for this Unusual Market Map 


CENTER OF-AMERICAN MARKETS 











BUYING 
MEASUS 
INSTE§ 
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eited st0 


~ 
~~ 
ee 
www ew ew ee 





pulation msp 
used through 
courtesy of Kar- 
sten Statistical 
Laboratory, New 
Haven, Conn. 


To all business men interested 
in applying to sales the same 
principles of efficiency as are 
used within the plant, this map 
will prove invaluable. 


NO COST 
OR OBLIGATION 
Although published for the ob- 


vious purpose of interesting 
industry in Louisville, the “Mar- 
ket Map of America” will be 
mailed to any executive without 
cost or obligation and with the 
assurance that no manufacturer 
is ever encouraged to locate here 
without proven opportunity for 
betterment. 


Louisville Industrial Foundation 
Incorporated 
458 Columbia Building SO © 
Louisville, Ky. 
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The Free Freight Rate Service 


| GERMAN RAILROAD COMPANY 











5 
Freight Information Office 
( . ’ 
11 Broadway, New York City ‘ 
i 
| ; 
( The Deutsche Reichsbahn Gesellschaft, Hauptverwaltung, Berlin, authorized its general A) 
; representative, Mr. Hans Engel, in February, 1927, to establish the German Railroad f 
» Company Freight Information Office, 11 Broadway, New York City. ‘) 
‘ _ ; , ; i) 
; This bureau is thoroughly equipped to give full information and data of every con- f 

J ' ceivable kind on freight shipments to and from Germany and Central Europe. The aims AN 





of this freight information bureau are as follows: 








i 1. Advice free of charge is given to shippers and importers regarding freight 
N traffic and tariffs of Germany and all countries adjoining Germany. 





\ 2. Information may be applied for free of charge regarding favorable trans- 
( portation opportunities from, to, and in transit through Germany. 






° 3. Irregularities in freight traffic with Germany, as far as it concerns routes 
I via the German Railroad Company, are investigated on application. 





4. Furtherance of effective mutual traffic connections by observation of 
freight traffic in order to establish actual demands. 





} While all information is given free of charge, it is pointed out again that the information 
' bureau does not attend to any forwarding or shipping of goods, and, therefore, inquirers 
' are under no obligation whatsoever for any services received from the bureau. 






f There are many American and Canadian business organizations especially prepared 
) to export merchandise to Germany and, when it becomes a matter of making shipments and 
i) any specific questions as to railroad rates, routes, and other essentials arise, they are urged 
| to make use freely of the services of this bureau for any particulars desired. 








MP Write for latest map of Germany, free of charge. 






APPLY TO 


‘GERMAN RAILROAD COMPANY 


Freight Information Office 


" HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 
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WESTERN OCEAN STEAMSHIP CORPORATION i 








“WESTERN LINES” 


ANNOUNCES 


AN AMERICAN FLAG EXPRESS | 
PASSENGER AND FREIGHT SERVICE 


FORTNIGHTLY 


FROM NEW YORK To 





Dayal ST THOMAS 
UNBOXED ‘ST. CROIX S.S. “Western Ocean” 
AUTOMOBILES ‘ST. KITTS 5 Knots sree 
5 Days; ANTIGUA First C abin ond Cabin 
CARTONS AND GUADELOUPE a Salling 
ecember 
SPECIAL CARGO p OMINICA | 
6 Days; MARTINIQUE | 
AMPLE PIER ST. LUCIA Passengers spend 
SPACE 7Days BARBADOS Christmas in 
Barbados 
«Daye|ST- VINCENT 
THROUGH "GRENADA 
BILLS OF LADING 9 Days TRINIDAD WESTERN LINE 
‘BRITISH ges ee 
CIUDAD BOLIVAR, *¥* GUIANA a 
ORINOCO RIVER, 
AND 12 Days, DUTCH WESTERN LINE 
GULF OF PARIA ‘GUIANA Freight Department 
PORTS 80 BROAD STREET 
™ Days F RENC fa NEW YORK | 
GUIANA 


el 


1A Fast 
| Express 
Service 


W. M. HOUGH, 


320 Magazine ’St. mn 
ew Orleans, La. 


BIRMINGHAM, 
- B 


CHICAGO, ILL., 


521 Austin Bldg., 

W. F. Johnson, Gen. Agt. 
CINCINNATI, OHIO 

1413 Union Cen. Life Bldg., 
Thompson, Com. Agt. 


R. L. 





rown Marx Bldg., 
. W. Guice, Gen. Agt. 
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MISSISSIPP! 


WARRIOR SERVICE 





Self-Propelled Barge for Fast Express Freight. 


For High Class Merchandise—At Low Rates 


Superior transportation service is offered by the Federal Barge Line—Mississippi-Warrior 
Service—for high-class freight from Northern and Eastern manufacturing and distributing 


territory to the Mississippi Valley, the South and Southwestern points. 


is afforded on Northbound shipments. 


Self-Propelled Barges are operated weekly 
on regular schedules from each of the several 
terminals, primarily to take care of less than 
carload merchandise that requires quick de- 
livery. This fast packet freight service, 
provided by Self-Propelled Barges, affords 
shippers many advantages. 


The Self-Propelled Barges leave St. Louis 


Similar service also 


at 5 P. M. every Friday and arrive in New 
Orleans every Thursday. Returning, these 
fast barges leave New Orleans every Satur- 
day and arrive in St. Louis every Tuesday. 
This fast packet service is in addition to the 
service by large barge tows which are 
operated on regular schedules for freight 
that does not require such quick delivery. 


Ship By Barge Line—Save Time and Money 


Barge Line rates between River points—or for an ali-water haul—are approximately 20 
per cent less than all-rail and corresponding savings in cents per hundred pounds are made 
on through barge-and-rail transportation to and from interior*points in 31 states. 


The Federal Barge Line offers superior serv- 
ice in careful handling of merchandise at 
terminals and transfer points, safe and 
smooth transport of goods, elimination of 
delay in adjusting claims, and in prompt, 
dependable schedules. 

Through bills of lading cover all shipments, 
and all freight in possession of the Federal 


Barge Line is subject to the advantageous 
conditions of its bill of lading, which covers 
full liability for losses due not only to the 
usual fire and marine risks and customary 
hazards, but also for losses caused by floods, 
windstorms, and other so-called acts of God 
against which other carriers do not insure. 


All inquiries concerning the Federal Barge Service are promptly and courte- 
ously answered. Address the nearest representative. 


INLAND WATERWAYS CORPORATION 
Maj. Gen. T. Q. Ashburn, 


Chairman of the Board, Executive 


Trafic Manager, J. P. HIGGINS, T. M. Cc. E. BECKER, Asst. to T. M. E. RUDDIMAN, Asst. T. M. 
(Solicitation), (S olicitation), —_ Se olicitation), 
1204 Fed. Com. Trust Bidg., 320 oo FF a“ he 521 Austin Bldg., 
St. Louis, Mo New Orleans, Chicago, IIl. 

ALA., DALLAS, TEXAS, MEMPHIS, TENN., ST. LOUIS, MO 


2610 S. Ewing St., 

L. W. Carson, Trav. Frt. Agt 
HOUSTON, TEXAS, 

2905 Cleburne St., 

J. H. Golden, Com. Agt. 
LOS ANGELES, CAL., 

807 Pacific Elec. Bldg., 

C. G. Krueger, Com. Agt. 





1201 Cotton Exch. ’Bldg., 
H. T. Anderson, Gen. Agt. 

MINNEAPOLIS, MINN., 
rae aes uette Ave: * 


J. F. Ward, Gen. 


ST. PAUL, MINN., 
1417 Pioneer Bldg., 


elwig, A - % Elmer Cordes, Gen. Agt. 
Bt ALA., SAN FRANCISCO, CAL., 
315 Van Antwer Bldg., =" Customhouse, 
H. M. Wilson, Com. Agt. . B. Esty, Pac. Coast Rep. 
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1207 Fed. Com. aTigst Bldg., 
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Our Platform 


Keep the government out of business. This applies 
» ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
tighway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
fiers as a whole the adequate revenue prescribed by the 
aw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





ETHICS FOR PRACTITIONERS 

HE code of ethics suggested by Commissioner Aitchi- 

son for adoption by practitioners before the Com- 
mission is a move in the right direction and is attracting 
much attention. We question, however, whether this 
de or any resembling it will ever be voluntarily adopted 
those admitted to practice before the regulating 
body. The reason for this is obvious—the suggested 
code, while, perhaps, entirely proper and reasonable for 
; bar composed exclusively of attorneys, is put forward 
tor a bar composed not only of attorneys but of every 
“ay, mine-run traffic men, some of whom have some 
nowledge of law and legal procedure and many of 
whom have not. 
_ Take, for instance, the suggested canon making it 
Mproper for a practitioner to appear as a witness in a 
ase conducted by himself. Manifestly, this, while en- 
‘ely applicable if a case were being conducted by an 
‘torney, would work a hardship if a case were being 
‘onducted by the traffic manager of an industry or an 
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association of industries—and such cases are common. 
This objection was made to Mr. Aitchison at the meet- 
ing of the National Industrial Traffic League, where he 
presented his code to be “shot at,” but he insisted on 
the propriety of the canon. 

We should say that, in general, the criticism appli- 
cable to the code is that it is aimed at attorneys but is 
prescribed for those who are not attorneys as well as 
those who are. If the Commission desires to hold those 
who practice before it to such strict rules of legal ethics, 
we should say that it should have started farther back 
and so framed its rules that every candidate who could 
procure three sponsors among persons already admitted 
to practice, would not be admitted to the bar. As it is, 
almost anybody who desires to be admitted to practice 
can be or has been admitted. The suit made by Com- 
missioner Aitchison will not fit the customers he has 
invited to inspect it. 





—~. 


AVIATION SUBSIDY 

HE commercial aviation industry in this country, 

though, of course, new, has prided itself on its 
freedom from subsidy—on the fact that it was standing 
and expected to continue to stand on its own feet. For 
instance, C. S. (Casey) Jones, president of the Curtiss 
Flying Service, in a recent address before the Associated 
Traffic Clubs of America at St. Louis, explained that 
this country was not really lagging behind Europe in 
“commercial” flying, for the reason that the word “com- 
mercial” carried with it the idea of profit and that, 
whereas the lines in Europe were heavily subsidized, 
those in this country were not. “In this country,” he 
said, “commercial aviation must stand on its own feet 
and, while we do lag behind Europe in the carrying of 
passengers, we are really way ahead of it in commercial 
aviation.” 

That is sound commercial doctrine that does credit 
to the industry and that ought, we think, to be fully 
understood and to prevail, in all quarters. Though avia- 
tion is new, it is a form of transportation that must 
commend itself through its merits. If there is not suf- 
ficient demand for it to make it pay commercially, we 
see no reason to stimulate it artificially—unless we think 
of the possible necessity for or wisdom of compelling 
the nation to be air-minded for exigencies of war. That, 
as Mr. Jones explained, is the reason for subsidy in 
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Decatur, [Llinois— sa 
We asl 
+ seems to 
The Central City of the Central State ars 
| rf this. 
LOCATION: In the heart of the Mississippi Valley, the world’s richest n get in 
agricultural section, which produces the major percentage hem? ’ 
of the foodstuffs and live stock of the United States; the pee’ 
center of the corn-growing industry, and the doorway to the enna ta 
country’s second largest bituminous coal field. we _ 
(ato: C 
DISTRIBUTION: Within a radius of 250 miles live 16,150,000 people; more a ; 
than 45,000,000 within a 500-mile radius. ne 
INDUSTRIAL Transportation by rail and paved highway to all principal - we 
REQUISITES: markets; abundant fuel and water supply; electric power It 1s ( 
7 at low rates; advantageous location to many raw materials. ei — 
LABOR: Decatur is one of the country’s most genuinely American titled al 
cities, ranking highest in native-born Americans of any city mp 
made 


of similar size, as follows: Native whites, 91.4%; Foreign vadeite 
born, 5.9%; Negro, 2.7%; English speaking, 98.1%. Labor vere war 


troubles are practically unknown. ue 
ship » 









PRESENT In addition to the world’s largest manufacturer of brass prigenl 
; ° ° i the gra 
INDUSTRIES: plumbing and gas goods, and the largest independent corn Piedad on 
. products manufacturer, Decatur has 132 other industrial 4 wet 
plants, widely diversified. ade. how 
railroads, 
Decatur is a city of progress, whose advantageous location to raw ere mac 

materials and finished product markets, soundly organized waatry. 
industries and firm faith in its civic enterprises, make mar © 
it one of the leading cities of the Middle West. each oe 
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ope but he said it did not exist in this country. If 
and is to be considered merely as one more method 
transportation that must sell itself by means of what 
-offers to those who wish to travel or ship goods, why 
snjdy or other means of artificial stimulation? 

\\'e ask this for the reason that all over the country 
.eems to be the policy for municipalities to furnish air 
+s or landing fields free or at a nominal rate of rental. 
wed, the commercial aviation companies seem to ex- 
ust this. We do not blame them for taking what they 
get in this respect, but why should it be given to 
sem? The public does not furnish ground for rail 

weminals or motor bus stations. Why should it furnish 
minal facilities for the aviation companies? We should 
sink that the business-like procedure would be for the 
ation companies, singly or jointly, as may seem best 
» them, to rent from municipalities or private individ- 
als the land necessary for their purposes, and we do 
st see Why taxpayers should be called on to pay for 





ach facilities. 

It is true that the business of air transportation is 
sew and appeals to the imagination and, at such a stage, 
tis likely to obtain consideration to which it is not 
ititled and that may serve as bad precedent. One 
ats much, for instance, of the land grants that were 
nade to the railroads in the early days. Those grants 
vere warranted because they were conditioned on re- 
ayment by means of reduced rates for government 
shipments, but most people who “bait” the railroads, 
wt knowing or choosing to forget about this condition 
ithe grants, constantly refer to the government “gifts” 
iland as a reason why the railroads should not be quite 
insistent on a living wage expressed in rates. Quite 
ide, however, from any consideration of return by the 
railroads, such grants might have been wise, when they 
ere made, in the interest of the development of new 
untry. Are such favors necessary now in the develop- 
ent of transportation, or have we reached a point where 
tach form of transportation, new or old, must stand on 
‘sown feet and appeal for business on the strength of 
hat it has to offer in service that must be paid for at 
reasonable rates? One thing is at least sure—either 
wiation must stand on its own feet in respect to terminal 
‘well as all other expense, or it must not talk about 
the absence of subsidy in this country. Subsidy may 
uke many forms, but artificial help always remains 
subsidy, 


WHAT IS PROPAGANDA? 


HE National Rivers and Harbors Congress, in a 
» Statement (printed elsewhere) issued in connection 
with its coming convention, says there is “a great, con- 
tinuous, and ever-increasing flood of propaganda in 
dich it is claimed that expenditures on waterways are 
‘0 extravagant and indefensible waste of public funds, 
“cause water transportation, all things considered, costs 
‘ore than rail transportation; that development of wat- 
egy is unfair to railways and unjust to every taxpayer 

does not live directly on a river or a harbor; 


i 
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that the sole, invariable, and inevitable effect of water- 
ways is to take business away from railways,” and so on, 
ad nauseam. 

In the first place, we are told by the dictionary that 
propaganda is the doctrine or set of principles propa- 
gated by an organization for the purpose of spreading 
such doctrine or set of principles. In this particular 
instance, therefore, are not the propagandists those who 
are spreading the doctrine of waterway development? 
Those who are opposing the propaganda are not the 
propagandists. They are, some of them for selfish rea- 
sons (though their selfishness has sound economic justi- 
fication) and some as a result of disinterested economic 
thinking, merely opposing proposals that to them seem 
unfair or unsound. 

In the second place, those accused in the statement 
referred to as propagandists, are making no such claims 
as those set out. So far as we know, no one—not even 
the most selfish and biased—is saying that all expen- 
ditures on waterways are a waste of public funds. It 
is merely being said that much of it is a waste because 
not based on sufficient showing of demand. No one 
that we know of is saying that water transportation 
costs more than rail transportation. It is merely being 
said that there has been no study or survey made to 
show what the comparative cost is and that, meanwhile, 
river rates are made arbitrarily twenty per cent lower 
than rail rates. It is not being said by anyone that we 
know of that all waterway development is unfair to rail- 
roads and to every taxpayer who does not live on a river 
or a harbor. It is merely being said that the present 
policy of waterway development is so unjust and unfair. 
And so we might go on. 

Those who are promoting waterway development 
are not only the propagandists, but they carry their 
propaganda to an unwarranted and unfair length. There 
is much that can be said on both sides, but the issue is 
not cleared by telling what is not true to people who 
are ignorant of the facts and who are likely to believe 
what is told them. Propaganda is justified only when 
it confines itself to truth, 


RAILROADS’ MESSAGE TO HOOVER 
The Trafic World Washington Bureau 


President Hoover has made public the following message 
from R. H. Aishton, president of the American Railway Associa- 
tion, received after the conclusion of the meeting of the railway 
executives in Chicago November 22: 


The railway executives who were called into conference by you 
at Washington last Tuesday have, as you requested, communicated 
to their associate executives at the meeting held today in Chicago, 
the views you expressed to them in respect to maintaining stability 
and promoting prosperity in business and I am authorized to give 
you the assurance of their very sincere and earnest spirit of co- 
operation in the work you have undertaken. These executives in 
their associations represent approximately 97 per cent of the total 
operating revenues and approximately 91 per cent of the total rail- 
way mileage in the United States. They realize the national im- 
portance to the social and economic well being of the country of 
business stability and prosperity and their duty so to discharge their 
transportation responsibilities as to make their service harmonize 
with the wisest and most intelligent judgment and plans for the 
public welfare. The program of capital expenditures already ar- 
ranged for is impressive, amounting up to October 1 of this year to 
$1,247,792,000 for Class 1 railways, of which $673,972,000 remained on 
that date to be expended. This figure of $1, 247,792,060 compares with 
a capital program of $902,307,000 for the same period of 1928, an in- 
crease of over 38 per cent. The number of freight cars on order on 
October 1 was 29,481, a greater figure than on the corresponding date 
in any year since 1924 and this number has been increased as of 
November 1 to 33,642, which is an increase of 27,561 compared with 
the same date a year ago. On October 1 there were 354 locomotives 
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on order, as compared with 113 on the same date in 1928 and 134 in 
1927. There are also now on order approximately one and one-half 
million tons of steel rails for delivery beginning early in 1930. It is 
estimated that this will be increased by orders for approximately 
one million additional tons which would make the rail deliveries in 
1930 approximately 2,500,000 tons and substantially in excess of last 
year. Not believing that there is anything in existing conditions to 
require it, the executives have no purpose whatever to reduce or 
abandon any part of this program. They are proceeding with con- 
fidence in the future business prosperity of the country and in 
reliance upon the full cooperation of industry in all its branches 
equally interested under these circumstances. It is their hope and 
expectation to proceed on at least a normal basis in their future 
capital and maintenance expenditures. A movement to increase 
them, however, has been started and is being actively and _ intelli- 
gently pressed forward. In respect to your desire to organize a 
committee of contact for the various industries and with a view of 
harmonizing and stimulating constructive work, resolutions were 
adopted at this meeting designating me as chairman of the executive 
committee of the Association of Railway Executives, to act for the 
railways as a means of keeping them in touch with other industrial 
groups and with developments as they occur; and I was requested 
to assure you of the willingness of the executives to assemble and 
make serviceable, through competent agencies, current figures with 
respect to capital expenditures and other available information that 
may be desired. 


Following the text of the telegram received from Mr. Aish- 
ton appeared the following comment in the White House state- 
ment: 


This program will assure larger employment in the railway 
equipment industry next year than in 1929 and a very substantial 
addition to the railway demands for steel. 


TARIFF CIRCULAR AMENDED 


The Commission, by supplement No. 2 to Tariff Circular No. 
20, has amended that circular in a number of respects, largely 
in connection with the rules for the publication of intermediate 
point rates, and to allow the carriers more time in which to 
bring their tariffs into conformity with the circular. 

The supplement changes the effective date of Rule 4 (k) 
from January 10 to October 10, 1930. It also revises that rule 
so as to limit the number of routing guides, which are also re- 
ferred to by makers of tariffs as rate bases and billing guides, to 
which rates may be made subject. 


Rule 10 (h) is changed by moving its effective date forward 
from November 10, 1929, to “on or before May 5, 1930.” The 
effective date of Rule 15, Rule 27 and Rule 77 has been post- 
poned to October 10, 1930. Rule 15 and Rule 27, as promulgated, 
bore January 10, 1930, as their effective dates. Rule 77, as put 
out, bore June 10 as the éffective date. (See Traffic World, 
November 16, p. 1250.) The supplement follows: 


_ Rule 4 (k), first paragraph page 13, is amended by the substitu- 
tion of the date “October 10, 1930” for the date now shown. 

Rule 4 (k), last paragraph on page 14, is amended so that it will 
read as follows: 

“When it is desired to refer to a routing guide or guides for 
routes in connection with some but not all of the rates in a tariff 
or for routes for account of some but not all of the carriers parties to 
the tariff, an appropriate notation in lieu of those above set forth 
shall be used. When it is desired to provide that certain rates pub- 
lished in a tariff will not apply via all the routes shown in a routing 
guide to which the rate tariff is made subject, the rate tariff must 
show clearly what routes in the routing guide are not applicable, 
or are the only routes applicable, in connection with such rates. 
When a tariff which refers to a routing guide also shows routes, it 
must show clearly whether the routes named therein are in addition 
to the routes shown in the routing guide or are the only routes 
via which the rates will apply. No one rate may be made subject 
to more than one routing guide for account of any initial carrier 
except that (1) a subsidiary or small carrier which connects with 
two or more parent or connecting carriers may authorize each of 
such parent or connecting carriers to publish its routes via each of 
such carriers and its joint rates may be made subject to the routing 
guides of each of such carriers for routes via which rates apply via 
their respective lines; (2) interterritorial rates from one of the major 
rate traffic territories (New England, trunk line, central, southern, 
western trunk line, and southwestern territorials, and all of western 
territory not embraced in southwestern or western trunk line terri- 
tories), to another of such territories, may be made subject to one 
guide for each of such territories in which it applies, and (3) where 
complete through routes are shown in connection with joint rates 
(either in the rate tariff or in a routing guide or guides to which it is 
subject), such rates may be made subject to the separate routing 
guides of any of the carriers pariies thereto for internat] routing 
over their respective lines. An inerterritorial or intraterritorial rout- 
ing guide may contain reference to the I. C. C. members of the tar- 
iffs of carriers parties thereto containing internal routing. When 
this is done joint tariffs of rates which are subject to such inter- 
territorial or intraterritorial guides may refer to such interterritorial 
or intraterritorial guides for internal outing over the lines of the 
carriers parties to the joint rates.’’ 

Rule 10 (h), last paragraph, second line on page 45, is amended 
by adding the words ‘‘on or before May 5, 1930’? immediately pre- 
ceding the word ‘‘either.’’ 

Rule 15, second paragraph on page 55, is amended by substitut- 
ing the date “‘Octotber 10, 1930’’ for the date now shown. 

Rule 27, second paragraph, is amended so that it will read as 
follows: 

“Effective on and after October 10, 1930, an intermediate point 
rule may not be published so as to result in establishing from (or 
to, as the case may be) an intermediate point, a rate from (or to) 
a more distant point unless the tariff contains specific routing in- 
structions showing definitely in accordance with plan (1) of rule 4 (k) 
the routes through the intermediate point over which the rate from 
(or to) the more distant point applies.” 
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Rule 77, second paragraph, is amended by substitut; 
“October 10, 1930’? for the date now shown. stituting the q 


METAL CONTAINERS CASE 


Hearings will be begun, at the Hotel Sherman 
Ill., in No. 22426, rates and minimum weights on metal 
tainers, instituted by the Commission’s order of August 14 yo 
the cases joined with it, February 3, at 10 a. m.,, before "Ray, 
iners Copenhafer and W. H. Smith. A Commission he 
issued in connection with the announcement of the hearing 
said that a proposed report would be issued. ug, 

The cases joined with the Commission’s investigation are: 
I, and S. No. 3088, cans, iron, steel or tin, in Illinois ang Wess, 
ern Trunk Line territories and between those territories and 
central territory; I. and S. No. 3307, a second case of the Same 
title covering different tariffs; No. 21926, Evaporated Milk 
Association vs. A. & R. et al.; No. 21808, Michigan Cannery’ 
Association vs. Ann Arbor et al.; No. 19646, Gopher State (ap. 
neries, Inc., vs. Santa Fe et al.; No. 21870, Akin Brothers Can- 
ning Co. et al. vs. Santa Fe et al.; and I. and S. No. 3297, elas. 
sification ratings and minimum weights on empty cans and steel 
barrels or drums in official territory. 


In the order instituting the investigation the Commission 
invited suggestions as to possible additions to, or eliminated 
from, the list of commodities covered by the inquiry. The Cop. 
mission, in the notice, said it had considered the suggestions 
but had concluded not to enlarge or restrict the list originally 
put out. 


A further declaration was that the hearing on the Commis. 
sion case and the proceedings joined with it would be limited 
to the commodities listed by the Commission. In some of the 
joined cases hearings have already been had on the commoii.- 
ties listed in the Commission-instituted proceeding. As to such 
cases, the notice said, the hearing at Chicago would be a further 
hearing. The notice said that it was not necessary to file 
separate complaints or petitions of intervention in the Con. 
mission’s case. All interested parties, the notice said, might 
appear at the hearings and that at the proper time they would 
be heard. The notice warned those interested not to duplicate 
evidence already submitted in the joined cases, saying that it 
would be sufficient to review such evidence on briefs. To pre 
vent duplication of the evidence the notice suggested that the 
parties interested confer as to the additional evidence to be 
submitted, the manner of its submission and the condensation 
of evidence to the fullest extent practicable. Continuing, the 
notice said: 
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Chicago, 


It seems probable, from the suggestions submitted to the Com- 
mission, that some of the difficulty with respect to transportation 
charges on the sheet-metal containers included in the investigation 
results from the number of commodity descriptions in- the classi- 
fications and other tariffs. Different rates and minimum weights 
are provided in connection with these various descriptions, although 
there may be no sharp distinction between some of the articles thus 
separately described and rated. It has been suggested that such 
difficulties might be removed or lessened by combining certain of the 
existing commodity descriptions and prescribing in connection with 
the consolidated description several less-than-carload and carload 
rates, with appropriate carload minimum weights, the application 
of the rates and minimum weights to depend upon the size of the 
container and the gauge of the metal from which it is made. Should 
such an arrangement be proper or desirable it would probably be 
necessary to make special provision in the carload rates for mixtures 
of containers of different gauges and sizes, as well as for a rate 
differential between ‘‘nested’’ and ‘‘not nested’’ containers. : 

It has also been suggested that there should be a separation as 
between those containers which are plain, galvanized, or tinned, and 
those which are further finished or decorated as by lithographins, 
japanning, nickel-plating or painting. : 

The Commission desires evidence with regard to the foregoing 
matters. It is suggested that interested parties give consideration 
thereto prior to the hearings so that the record when completed wil 
contain evidence as to the comparative weights per cubic foot and 
values per pound of the containers grouped according to the size 
of such containers and the gauge of the metal from which they are 
made, and according also as they are plain, galvanized, or tinned, 
on the one hand, or further finished or decorated on the other. 

At present, lower rates in some instances are maintained on 
certain of these containers when old than when new. There 1s = 
uniformity in this regard. The Commission also desires that = 
record when completed shall contain evidence from which it = rH 
determined whether the rates on old sheet-metal containers § Orde 
be uniformly lower than those on new containers and if so how — 
the differential should be and in what form it best can be mace 
effective. : ing 

It should be understood that the matters outlined om “ 
which evidence is desired are merely suggestive and are not e 
considered all-inclusive. ¥ ing 

Unless otherwise directed at the hearing,‘*the parties offeri fe 
evidence will be heard in the following order: 1, respondents; 
parties who have filed complaints; 3, producers, shippers, consumers 
and others; 4, chambers of commerce, commercial organizations 
traffic associations; 5, carriers’ reply to other parties. on, sue 

Respondents request that if any features arise which a. 
rates falling within the purview of section 13, the scope of Or the 
vestigation be broadened to include such rates. The wit 6 
investigation is confined to the rates, ratings and carload min vod 
weights applicable to interstate transportation. The Comm ese ion in 
not deem it desirable to broaden the scope of the investigatl 
that respect. 
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In Washington he who is not pre- 
sackcloth, Ashes and pared to show that he was not there 
= when the “crime” made manifest in 
Thanksg!ving stead the stock market explosion was com- 
nitted is a poor soul indeed. Senators have been horrorstricken 
iy the fact that a statistician of national notoriety, at least, if 
vt fame, has had the temerity to say they had something to 
3 with causing the crime. They have also shown wounded 
wpsibilities because an editorial in a newspaper owned by a 
nan Who forgot the truth when he told about where Albert B. 
pall got $100,000 said something about the Senate having raised 
he banner of the double-cross to the masthead because some 
of those who had been elected as Republicans made common 
quse With the Democrats in preventing the passage of the 
riff bill agreed on by the Republican members of the finance 
committee. 

Broadly speaking, everybody in high places has accused 
everybody else in high place with having done something to 
entribute to the unhappy state of affairs. Hiram Johnson, of 
(alifornia, turned on those senators who, he said, had spoken 
jl of the Senate—presumably Senator Moses, who observed 
tht the Senate was controlled by sons of the wild jackass, 
and Senator Fess, who once referred to the Republicans who 
vould not stay put as “‘psuedo Republicans.” 

“If there is any man who sits here who believes the Senate 
is such a horrible place as has been described by certain indi- 
viduals who write from the White House door, let him get 
out of it,” roared the Californian, who recently failed to get an 
invitation to a White House dinner to which his colleagues on 
acommittee had been invited. He said there was no law com- 
pelling anyone to remain a senator and that, when he became 
tired of being one, he would get out. He said he was sick and 
tired of hearing such stuff. He said he would like to ask those 
standing in line in every state to get into the Senate why they 
wanted to get into an institution that possessed so many vices 
and none of the virtues. It was the Johnson idea that, so long 
asa man sat in the Senate, as long as he spent his substance 
to get into it, as long as “he perverts his politics in order that 
he may return here,” he should not, either by implication or 
otherwise, condemn all his fellows’ by a blanket indictment, 
“assuming to himself alone the sole possession of all the virtue 
in the world.” Johnson also entered the list as a competitor 
for the honor of saying mean things by saying the House of 
Representatives abdicated its function of preparing a real tariff 
bill by sending over to the Senate, after one week’s debate, a 
bill containing more than 2,000 amendments to the tariff law. 

While the lawmakers were pointing the finger of culpability 
at each other, statisticians, and editors, the men who estimate 
the carloadings of the country made the unofficial prediction 
that the carloading this year would run to 52,800,000 cars, 
greater than in any years than 1926. In that year the world 
bought 300,000 cars of coal from us on account of the English 
mine strike, thereby sending the loading to an abnormal figure. 
The actual loading to November 2 was higher this year for 
M4 weeks than any other. The official American Railway Asso- 
cation estimate for this year was 52,553,813. Up to this time 
the carloading figures have not shown any effect from the re- 
cession of business said to have taken place in the luxury 
trades. There has been the usual seasonal declines, of course. 
The figures may show it later. Before the explosion took place 
in the stock market, iron and coal loadings were off, though 
the total carloading was higher than in 1928. 

It may be that sackcloth and ashes are indicated for some 
of the men in public life. However, those not in public life 
had reason to eat the Thanksgiving turkey this week because 
things were not as bad, from signs visible to them, as some 
of the alibi makers had suggested by their language. 





A decision by the Commission ad- 


Lake Charles, La., verse to the contention of the Lake 


Clean Rice Charles port authorities that they should 
Adi have a rate of 13.5 cents on clean rice 
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ana port was made in No. 21330, Lake Charles Harbor and 
Terminal District vs. Brimstone et al. (See Traffic World, 
October 26, p. 1030.) The Lake Charles American Press, in the 
course of comment on the case, recently asserted that a con- 
siderable movement of rice from Crowley to Lake Charles had 
been accomplished by barges in the last three years. “But this 
method of transportation has not been amplified,” it continues, 
“for the reason that the rice interests have hesitated to make a 
large investment in barge equipment, believing that the correct 
adjustment of the rail rates would be not long deferred. Now 
there seems to be no excuse for not proceeding in a large way 
to remedy our transportation handicap by organizing and put- 
ting in service a large fleet of barges and providing for the 
movement of the greater part of the rice crop by water.” 

Lake Charles thinks that New Orleans has ceased to be a 
natural rice center in comparison with itself because New 
Orleans is 165 miles from Crowley, center of the rice growing 
section, while Lake Charles is only 53 miles. The rate adjust- 
ment attacked by the Lake Charles complaint was against an 
adjustment that gives New Orleans a rate of 23 cents on clean 
rice from Crowley, and Lake Charles a rate of 19 cents. The 
American Press asserts that Lake Charles is the rice port by 
reason of its location and that, if the barge line remedy has 
to be adopted action should be taken to handle the matter in 
a large and comprehensive way. It adds that, with the saving 
of many thousands of dollars, the rice interests should be able 
readily to finance that method of transportation. 





At all times the President of 
the United States bulks large in the 
eyes of the world, but it is believed 
that President Hoover’s free food 
ship suggestion will bring him as 
much attention as President Wilson 
brought on himself by his “too proud to fight” utterance and 
his fourteen points accepted by Germany when she surrendered. 
Europe still remembers how much it suffered for food eleven 
years ago, notwithstanding Herbert Hoover’s importation of 
food through the lines of the belligerents. No such flood of 
commendatory messages, it is said, has come to Washington 
since the war as that which inundated the White House the 
day after the President’s Armistice Day speech. 

In time, it is suspected, will come the stream of “it is fine 
but——” messages. Seemingly, men cannot forget that history 
shows that, as soon as anger rises to a certain pitch, longings 
for and promises of peace are torn to shreds, nations revert 
to tribalism, and every person in the tribe becomes a part of 
the war machine. 

The Kellogg pact and one that may be made promising free 
food ships cannot be superior to an act of Congress declaring 
war, so long as the Constitution of the United States remains 
as it is. The courts, time and again, have recognized that, 
when a posterior act of Congress conflicts with a treaty, the 
latter falls. A pact providing for freedom of the seas, for which 
the United States has always contended, would fall in the same 
way. Pacts have an educational value to persuade voters that 
they should not support, for election to Congress, men who 
lightly would vote for a declaration of war, if ever there have 
been such. But, when the tribe gets an overwhelming feeling 
for war, history has shown, pacts are not even attractive scraps 
of paper as restraints. 


Hoover’s World 
Challenging Free Food 
Ship Proposal 





Dr. Ray Lyman Wilbur, Secre- 
tary of the Department of the In- 
terior, if he had his way, probably 
would suppress a good many things. 
He thinks there are too many oil 
and gas wells on the public domain, 
too many medical doctors (of whom he is one) in the cities, 
and too many eagles, especially on seals used by the United 
States and its various offices. He has done what he could to 
reduce the number of wells taking gas and oil from the beds 
of the dried up seas on the public lands. As to the medical 
doctors, he has not exactly suggested decimation, but he has 
warned those who are thinking of becoming doctors that, per- 
haps, the blacksmith shop is beckoning for them. 

Because the eagle is too commonly used and because it is 
not, in his eyes, as typical of the work of his department as 
the buffalo, he has removed the eagle from the seal of the 
department. A buffalo bull has taken the place. Thereby, the 
doctor achieves individuality in the matter of a departmental 
seal. 

So far as the books show, the buffalo is a courageous fel- 
low, while there is doubt about the mentality of th2 eagle being 
great enough to make it courageous. The lion, favored above 
all other animals for heraldic service, has a record that leaves 
considerable of a burden on him to show that he really has the 
qualities intended to be indicated when one says that some 


Dr. Ray Lyman Wilbur 
Thinks There Are 
Too Many Eagles 
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person is “lion-hearted.” It is a certainty that Leo in captiv- 
ity permits his keepers to take liberties with his dignity that 
are wholly at variance with his reputation for strength and 
bravery. 

The buffalo bull, after all, may be typical of the qualities 
that have so long been ascribed to the lion and the eagle and 
that, therefore, Dr. Wilbur is entitled to great credit for having 
brought the most distinct type of American fauna into a rela- 
tively prominent place in the public eye. 





Ardent advocates of waterway 
improvements frequently refer to 
George Washington’s interest in the 
improvement of waterways as if 
that fact gave point to their argu- 
ments. George Washington was in- 
terested in highways on land and water. Water was the most 
promising foundation for a strong systeni of highways when 
George Washington spent a minute or two each day to write in 
his diary that he had been to Doeg’s Run or had gone on a fox 
hunt with Mr. Soandso. The father of his country was always 
careful to give every man his title. If he was not entitled to 
be called “mister,” Washington did not fall into the error of 
giving him a title. 

Washington was probably more interested in waterway 
transportation than rich men of the United States are now 
interested in aviation, which is to the latter what the steamboat 
became to Washington’s successors in public esteem at the be- 
ginning of the last century. Washington took an interest in 
Rumsey’s effort to establish a steamboat on the Potomac. He 
also subscribed to the stock of the Potomac Company, one of 
the promoters of the Chesapeake and Ohio Canal. In his will 
he gave fifty shares of the stock of that company as an endow- 
ment, in part, of a university. On its face the stock was worth 
$25,000. A university bearing the name, George Washington, 
was not started until 1904, when old Columbian University was 
converted into George Washington University. As to the stock 
bequeathed to the university, DeWitt Croissant, of the faculty 
of that university, said: “The Potomat Company failed. Its 
stock, valued at about $25,000 at the time of Washington’s death, 
became worthless, and George Washington’s desire is as yet 
not adequately fulfilled—A. E. H. 


George Washington 
Waterway Improvement 
Advocate 


CONGRESS AND TRANSPORTATION 


The Trafic World Washington Bureau 


With the convening of the regular session of the Seventy- 
first Congress, December 2, the committees of the House of 
Representatives that deal with legislation relating to transporta- 
tion will be organized. They were not organized for the special 
session that came to an end last week. The committees are 
those on interstate and foreign commerce, merchant marine and 
fisheries, and rivers and harbors.. The Senate interstate com- 
merce and commerce committees are continuing committees and 
functioned or were organized for business during the special 
session. 

Chairman Couzens, of the Senate interstate commerce com- 
mittee, called on President Hoover November 27. Asked on 
leaving the White House whether his committee would consider 
the Commission’s railroad consolidation plan if and when the 
Commission promulgated it, Senator Couzens said he under- 
stood action by Congress was not required and that there would 
be no necessity for consideration by Congress of the plan as 
such. Reports have been published in connection with the 
Commission’s consolidation plan that indicated that the writers 
thereof thought that the present law required the Commission 
to submit a report to Congress on the plan. Congress directed 
the Commission to prepare the plan in the transportation act of 
1920 without requiring a report to be made to it. 

Hearings may be held early in the session before the House 
committee on interstate and foreign commerce on proposed 
legislation providing for regulation of common carrier busses in 
interstate commerce. The bill (H. R. 3822) on that subject was 
introduced some time ago by Chairman Parker. It is along 
the same lines but not identical with S. 1351, the bill introduced 
in the Senate by Senator Couzens. The latter bill represents 
the latest views of the interests that are seeking bus legislation. 

The course of the interstate commerce committees may be 
shaped somewhat by the views expressed by President Hoover 
in his annual message to Congress. This will be particularly 
true with respect to the House committee. Chairman Parker, 
it is expected, will seek to have the committee consider legisla- 
tion recommended by the President. 

The House committee, heretofore, has gone exhaustively 
into the subject of railroad consolidation. It favorably reported 
a railroad unification bill in the Seventieth Congress but the 
measure died without the House having acted on it. No effort 


was made to bring it up in the House because there was no 
chance for action in the Senate. Chairman Parker reintroduced 
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the bill (H. R. 3208) in special session. Senator Fess. of 
introduced his consolidation bill (S. 668) in the Sans”! bi 
special session. nate in the 
From present indications, the bus and CONSOlidation py 
no doubt could be disposed of by the House at th - bills 
session, but the same cannot be said with ceubent (otting 
Senate. The legislative groups into which the Senate ha the 
makes it difficult to forecast what may happen in that hed Split 
a piece of proposed legislation is objectionable to pricy y. It 
the groups, it is a pretty safe bet that nothing will be “dete . 
Advocates of bus legislation are hoping that none of the — 
will find anything to ‘‘pick on” in the bus bill.  Broups 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 1; 
totaled 983,323 cars, as compared with 1,056,120 and aes oes 
cars in the corresponding periods of 1928 and 1927. aaa 
according to the car service division of the American Rate’ 
Association. As compared with the preceding week loading 
showed a drop of 66,000 cars. The decrease was attributed 1, 
observance of Armistice Day, November 11, and to the - 
seasonal decline in loading. — 


Revenue freight loading by districts the week ended No. 


vember 16 and for the corresponding period of 1928 was 
reported as follows: , 
Eastern district: Grain and grain products, 5,731 and 8.899: live 


stock, 2,783 and 3,300; coal, 41,280 and 46,225; coke, 2,712 and 2.79% 
forest products, 3,760 and 4,008; ore, 3,796 and 3,824: merchandise 
LL. C. L., 69,431 and 71,169; miscellaneous, 88,688 and 93 096: ed 
1929, 218,181; 1928, 233,243; 1927, 219,988. a 
, egheny strict: Grain and grain products, 2.86 578 
live stock, 2,123 and 2,562; coal, 44,670 and 49,328: coke oe gOS 
5,423; _forest products, 2,869 and 3,207; ore, 8,121 and 10 491: mer- 
chandise, L. C. L., 56,385 and 56,084; miscellaneous, 82,149 and 
86,696; total, 1929, 204,791; 1928, 219,369; 1927, 193,685. ; 

Pocahontas district: Grain and grain products, 246 and 237: live 
stock, 210 and 268; coal, 44,474 and 46,755; coke, 468 and 332: forest 
a geo 5 p> agg Ree ore, ie ane 128; merchandise, L. C. L. 
4 an ,642; miscellaneous, 6,276 and 6,505; 2 ), 383: 
1928, 63,446; 1927, 52,229, on me 

outhern district: Grain and grain products, 3,165 and 4.383: liy 
stock, 1,553 and 2,223; coal, 23,038 and 26,867; coke, 535 and Fg Nae 
products, 16,168 and 22,079; ore, 905 and 1,133; merchandise, L. C. L, 
41,846 and 41,486; miscellaneous, 48,819 and 58,195; total, 1929, 136.099 
1928, 156,812; 1927, 149,875. ee 
_ Northwestern district: Grain and grain products, 9,629 and 14,588 
live stock, 9,707 and 9,700; coal, 8,747 and 8,765; coke, 1,585 and 1,365 
forest products, 13,423 and 15,464; ore, 16,231 and 17,385; merchandise 
L. C. L., 32,567 and 32,215; miscellaneous, 39,885 and 39,784; total 
1929, 131,774; 1928, 139,266; 1927, 120,270. 
ne Central Western district: Grain and grain products, 9,650 and 
13,383; live stock, 13,976 and 13,993; coal, 16,633 and 15,170; coke, 287 
and 284; forest products, 9,598 and 9,828; ore, 3,401 and 3,789; mer- 
chandise, L. C. L., 35,725 and 35,236; miscellaneous, 64,235 and 64,464 
total, 1929, 153,505; 1928, 156,147; 1927, 151,750. 

Southwestern district: Grain and grain products, 4,584 and 5,778: 
live stock, 3,100 and 3,459; ‘coal, 5,930 and 5,777; coke, 173 and 215 
forest products, 6,394 and 8,283; ore, 693 and 517; merchandise, L. C 
L., 16,375 and 16,566; miscellaneous, 41,411 and 47,242; total, 1929, 
78,660; 1928, 87,837; 1927, 80,255. 

Total, all roads: Grain and grain products, 35,874 and 52,839: 
live stock, 33,452 and 35,505; coal, 184,772 and 198,887; coke, 11,365 
and 10,794; forest products, 53,610 and 64,448; ore, 33,295 and 37,267 
merchandise, L. C. L., 259,492 and 260,398; miscellaneous, 371,463 and 
395,982; total, 1929, 983,323; 1928, 1,056,120; 1927, 968,052. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 

Four weeks in January.......... 3,570,978 3,448,895 3,756,660 
Four weeks in February......... 3,767,758 3,590,742 3,801,918 
Five weeks in March............ 4,807,944 4,752,559 4,982,54 
Four weeks in April............. 3,983,978 3,740,307 3,875,589 
Four weeks in May.............. 4,205,709 4,005,155 4,108,472 
Five weeks if JUne.........6.0- 5,260,571 4,924,115 4,995,854 
VWOUr WEGES IM PUIG. 2... .cccccces 4,153,220 3,944,041 3,913,761 
Five weeks in August........... 5,590,853 5,348,407 5,367,206 
Four weeks in September........ 4,538,575 4,470,541 4,370,741 
Four weeks in October.......... 4,677,375 4,703,882 4,464,872 
Week ended November 2....... 1,071,650 1,103,942 1,039,075 
Week ended November 9....... 1,049,475 1,054,353 975,134 
Week ended November 16....... 983,323 1,056,120 968,052 

Maison, ccimteeencnnewcetenG 47,661,409 46,143,059 46,619,887 


NEW RAIL-WATER ROUTES 


As agent for the Chicago & Alton, Mlinois Terminal, and 
Chicago & Illinois Midland as originating lines and the Louls- 
ville & Nashville and Mobile & Ohio as delivering lines, C. W. 
Gilligan, in his I. C. C. 148, effective December 16, has published 
through rates, reductions, from central and southern Illinois, 
St. Louis, Mo., Evansville, Ind., Henderson and Hopkinsville. 
Ky., to California ports, via Mobile, Ala., and New Orleans, La. 
by means of the Gulf Pacific, Luckenbach Gulf and/or the 
Transmarine Corporation steamer lines through the Panama 
Canal. The rates, which are lower than the all-rail, are the 
same as via the Illinois Central and Redwood Line. j 

Typical rates are: Canned goods, including meats, milk. 
etc., 85 cents; iron and steel articles, 63.5 to 71 cents; iron 0 
steel pipe and connections, 71 cents; wire and wire g00ds, 86 
cents; lye, concentrates, chloride lime, 60 cents; and soap and 
soap powders, 60 cents. 
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NEW ENGLAND WOOD PULP 


The Commission, by division 2, in I. and S. No. 3256, wood 
up, from mill points in New England to destinations in New 
a and I. and S. No. 3268, wood pulp between points in New 
ingland territory, in a report written by Commissioner Mc- 
ynamy, has found not justified the proposed readjustments of 
rates OD wood pulp, from and to points in New England on 
the Maine Central, Boston & Maine, and Grand Trunk, and from 
wints in Maine on the Maine Central to points in New York. 
The suspended schedules have been ordered to be cancelled and 
he proceedings have been discontinued. 

This finding, however, is without prejudice to the cancella- 
tion of existing commodity rates where there is no movement 
yor any prospect of one. The record, the report says, does not 
sable the Commission to define such instances with sufficient 

titude. 
we pespondent railroads, the report said, declared that the 
uderlying purpose in the proposed readjustment was generally 
io place the rates on the basis of 90 per cent of sixth class. 
They showed the rates as being less than that basis in most 
instances, With a few rates higher than 90 per cent of sixth. 
They relied in justification of the proposed rates, the report 
aid, largely upon the rates on wood pulp prescribed by the 
Commission in Rising Paper Co. vs. New Haven, 115 I. C. C. 
49, and Jessup & Moore Paper Co. vs. B. & A., 122 I. C. C. 
343, In the first mentioned case the Commission prescribed a 
rte from Great Works, Me., an important producing point, and 
Deano Junction, N. Y., to Housatonic, Mass., which the report 
sid, Was approximately 91 per cent sixth class. The report, 
however, said that the rates on wood pulp within New England 
hd not been and were not now made with any particular rela- 
tin to the class rates. Commissioner McManamy said the rail- 
roads cited many cases in which the Commission had considered 
the rates on wood pulp in justification of the proposed rates. 
He also said that reference was also made by the railroads and 
by the protestants who caused the suspension of the schedules 
to conflicting statements in Commission reports “which it would 
serve no useful purpose to discuss.” 

The proposal of the carriers to cancel joint commodity rates 
ranging from 25 to 28.5 cents from points on the Maine Central 
to destinations in New York state and replace them with a 
commodity rate of 30.5 cents elicited pointed comment. Mr. 
McManamy said that a rate of 30.5 cents now applied in the 
eastern portions of Ohio and Michigan. 

“If that proposal should be approved,” said Mr. McManamy, 
“a blanket would thus be created extending practically from the 
eastern boundary of New York state to and including the ter- 
titory in the states mentioned. In International Paper Co. vs. 
B. & M., 128 I.,C. C. 466, we disapproved the blanketing of an 
import rate of 22.5 cents from Boston over the greater part of 
New York state. The blanket that would be created by re- 
spondents’ proposal would be even more objectionable.” 


STEEL INCREASE UNJUSTIFIED 


_ Rates on iron and steel articles in Western Trunk Line ter- 
titory are to be held static until the Commission disposes of 
the western trunk line class rate case. That is shown by the 
decision of the Commission, division 2, in I. and S. No. 3284, 
tan and steel articles from points in Illinois, Iowa, Wisconsin 
aid Missouri to points in Iowa and Missouri. In that case the 
Commssion has found not justified proposed increases from 
designated points in Western Trunk Line territory east of the 
Mississippi River to destinations in Iowa and Missouri lying 
between the Missouri and Mississippi rivers, ordered the sched- 
ues canceled and dscontinued the proceedings. 

The rates condemned in this case were proposed to give 
effect to the Commission’s decision in Wyeth Hardware & Man- 
ifacturing Co. vs. Alton & Eastern, 147 I. C. C. 617, and 151 
LC. C. 213, decided October 18, 1928, and February 15, 1929. 
In that case the fifth class rates from points in Wisconsin, 
Illinois, Indiana, Iowa and Missouri and from east-bank Mis- 
‘ssippi River crossings, on iron and steel articles, from points 
fast of the Indiana-Illinois state line to Atchison and St. Joseph, 
lo,, Were found unduly prejudicial to those cities and unduly 
referential of intermediate points in Missouri to which rates 
8 than fifth class were in effect. 

” The railroads proposed removing the undue prejudice by 
ray the rates to intermediate points, not only in Missouri 
ut in Iowa also, up to fifth class. The Commission said the 
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findings in the Wyeth case did not authorize increased rates to 
Iowa destinations. It admitted that if increases were not made 
to Iowa points there might be created at those points the un- 
due prejudice found at Atchison and St. Joseph. It pointed out, 
however, that on October 30 it had indefinitely postponed the 
effective date of its order in the Wyeth case and that since 
the decision in that case it had made its decision in Iron and 
Steel Articles, 155 I. C. C. 517, in which it prescribed rates on 
iron and steel on a basis lower than fifth class. It said the 
effect of its indefinite postponement of its order in the Wyeth 
case would be to leave undisturbed the present adjustment on 
iron and steel in Western Trunk Line territory. 

“We think it should remain undisturbed until such findings 
and orders as may be justified are entered in the more com- 
prehensive western trunk line class rate investigation,” says 
the report. 


DRAIN PIPE SOLVENT 


Another report in shortened form has been issued by the 
Commission, division 5, in No. 19422, Wilson G. Ross et al. vs. 
Southern Pacific Co. et al. (See Traffic World, November 23.) 
Reparation has been awarded on a finding of inapplicability as 
to the rate charged on drain pipe solvent from Omaha, Neb., 
to San Francisco, Calif. The report follows: 


This case was presented under the shortened procedure. No 
a gen were filed to the report proposed by the examiner. It 
will be necessary to state herein only our findings of ultimate facts 
and conclusions thereon. 

Upon consideration of all the facts of record, we find that be- 
tween January 23 and December 9, 1925, complainants, Wilson G. Ross 
and Thomas B. Merry, copartners trading under the name of Ross & 
Merry, shipped over defendant’s lines from Omaha, Neb., to San 
Francisco, Calif., 10 less-than-carload shipments of drain pipe solvent, 
aggregating 4,987 pounds; that defendants collected charges of $150.40; 
that a rate of $3 per 100 pounds applicable on chemicals was charged 
on all the shipments except one weighing 88 pounds on which a rate 
of $3.90 was charged; that the commodity shipped was a dry cleaning 
and scouring compound, and as such, the applicable rate thereon was 
$2.325; that the applicable rate is not shown to have been or to be 
unreasonable; that complainants made the shipments and paid and 
bore the charges thereon; that they were damaged in the amount of 
the difference between the charges paid and those at the applicable 
rate; and that they are entitled to reparation in the sum of $34.46, 
with interest. An order awarding reparation will be entered. 


REPARATION ON WOOD PULP 


The Commission, on further hearing, in No. 16531, Hamers- 
ley Manufacturing Co. vs. Erie et al. and in No. 17326, Clifton 
Paper Mills vs. New York, Susquehanna & Western et al., has 
awarded reparation amounting to $14,604.30 to the Hamersley 
complainant against the Erie and to the Clifton Paper Mills of 
$2,128.16 against the New York, Ontario & Western on account 
of unreasonable rates on imported wood pulp from New York, 
N. Y., to Garfield and Passaic-Dundee, N. J. The awards were 
based upon the findings in the prior report, 148 I. C. C. 47. The 
original report was made in 126 I. C. C. 491. 

A phase of this litigation was taken to the Supreme Court 
of the United States. The question before the court was as 
to whether shipments from Hoboken, N. J., to Garfield, N. J., 
admittedly imported wood pulp, were in interstate or state 
traffic. There was no question of state interstate commerce in- 


volved in the phase presented in this report. 


Commissioner Brainerd dissented in this report for the 
reasons indicated in his dissent in 148 I. C. C. 47. Commissioner 
Taylor also noted a dissent. 


WALL BOARD RATES 


Findings of undue prejudice with respect to rates on fiber 
wall board, as compared with rates on plaster wall board, have 
been made by the Commission, division 1, in a report written 
by Commissioner McManamy in No. 17006, Upson Co. vs. Ann 
Arbor et al., embracing also No. 18958, Dallas Sash & Door Co. 
et al. vs. Santa Fe et al., and No. 16491. Pacific Tank & Pipe 
Co. et al. vs. Southern Pacific et al., 157 I. C. C. 586-616. 

The complaints in No. 18958 and No. 16491 were dismissed 
on findings that rates on fiber wall board, carloads, from Black 
Rock, Buffalo, and Lockport, N. Y., Federal, Ill., Minneapolis, 
Minn., and Cornell, Wis., to certain points in Texas, and on 
plaster board, from Fort Dodge, Ia., to Dallas, Tex., were not 
unreasonable, and that rates on wall board made of fiber board 
and wood combined from Oakland, Calif., to transcontinental 
groups A to M, both inclusive, were not unreasonable or unduly 
prejudicial. 
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Summarizing the issues raised by complainant in No. 17006, 
the Commission said: 


Complainant in No. 17006 is a corporation manufacturing fiber 
wall board at Lockport, N. Y. In substance it alleges (1) that the 
rates and classification rating on fiber wall board, in carloads, from 
Lockport to destinations in western classification territory have been 
and are unreasonable, and as compared with the rates and rating on 
plaster wall board, unjustly discriminatory, unduly perjudicial to 
complainant, and unduly preferential of manufacturers of the latter 
commodity, located at various points, typical of which are Oakfield 
and Buffalo, N. Y., Grand Rapids, Mich., Fort Dodge, Iowa, Blue 
Rapids, Kans., Southard and Oklahoma City, Okla., Sweetwater, 
Tex., Seattle, ash., and San Francisco, Los Angeles, and Stockton, 
Calif.; (2) that less than the applicable charges have been applied on 
plaster wall board from and to the ints above described; and (3) 
that mixed-carload privileges accorded to shippers of plaster wall 
board have been unduly preferential of those shippers and unduly 
prejudicial to complainant. 


Upon consideration of all facts and circumstances of record, 
said the Commission, it reached the conclusion that the as- 
sailed rates on fiber wall board were not unreasonable in the 
aggregate. 

“However,” it continued, “the evidence is convincing that, 
although fiber wall board should be on a somewhat higher rate 
basis than plaster wall board, existing disparities are in numer- 
ous instances unjustified.” 

Stating that the problem presented was rather a perplexing 
one and that it was not persuaded that a solution proposed 
by complainant was a proper or practicable one, the Commis- 
sion summed up its conclusions and set forth its findings as 
follows: 


In so far as the rates from Lockport to the Southwest, between 
points in the Southwest, and between the Southwest and western 
trunk-line territory, are concerned, we are of the opinion that the 
adjustment should be worked out primarily with reference to the 
revision of class and numerous commodity rates recently required by 
us in the Consolidated Southwestern Cases, supra (123 I. C. C. 203), 
which comprehended most of the territory above described. The 
rates on fiber wall board from Lockport to representative points in 
southwestern states average approximately 27.5 per cent of the first- 
class (column 100) rates therein prescribed. The rates on plaster 
wall board from Southard, Sweetwater, and Fort Dodge to the same 
points, and from Southard and Sweetwater to destinations in western 
trunk-line territory, average from about 11 to 16 per cent of the 
prescribed first-class (column 100) rates. The class C, D, and E 
rates are 30, 22.5, and 17.5 per cent, respectively, of the first-class 
(column 100) rates. The class and commodity rates within western 
trunk-line territory were not involved in the Consolidated South- 
western Cases, but there is now pending a general investigation of 
the class rates within western trunk-line territory and between that 
territory and official territory. The comparative levels of the rates 
to western trunk-line points on plaster wall board from western 
points and on fiber wall board from Lockport can not therefore be 
fairly measured a the existing class rates. The rates on plaster 
wall board from Fort Dodge to representative western trunk-line 
destinations average about 16 per cent of the first-class (column 100) 
rates under the southwestern scale set forth in Appendix 18 to our 
report in the Consolidated Southwestern Cases. The rates on fiber 
wall board from the Mississippi River, Chicago, and Lockport to the 
same destinations average about 22.5, 33, and 25 per cent, respectively, 
of the same scale. 

To the extreme western portion of western trunk-line territory 
and to intermountain and Pacific coast territory we are of the opin- 
ion that the rates on fiber wall board and plaster wall board may 
properly be adjusted with reference to the relation between the rates 
on the classes in which these commodities properly belong. The 
evidence does not show that the existing ratings are improper. 

The existing disparities between the rates on fiber wall board and 
plaster wall board or plaster board from the Pacific coast are greater 
than warranted, but the evidence does not support a finding that the 
rates on the former commodity are unreasonable. Inasmuch as the 
record fails to show that there is any substantial rail movement of 
plaster wall board from Pacific coast manufacturing points to eastern 
points there can be no undue prejudice. 

On the question of mixed-carload practices it seems clear to us 
that if higher rates are warranted on plaster wall board in straight 
carloads than on plaster in straight carloads, then there is no justi- 
fication for applying the plaster rates on mixed carloads of plaster 
wall board and plaster. On the other hand, if the same rates are 
proper for application on both of these commodities we see no rea- 
son why such rates should not apply to mixed-carload shipments. 
In New England Plaster, 41 I. C. C. 687, we approved rates on plaster 
board in straight carloads or in mixed carloads with plaster and 
plaster — from the Garbutt-Oakfield district in New York, 
New Brighton, N. Y., and Chester, Pa., to New England territory 
and most of eastern trunk-line territory on the basis of 25 cents per 
ton or 1.25 cents per 100 pounds higher than the corresponding rates 
on plaster. 

e find: 

1. That the assailed rates on fiber wall board are not unreasonable 
in the aggregate. 

2. That the rates on fiber wall board, in carloads, from Lockport 
N. Y., to destinations in western classification territory as compared 
with the rates on plaster wall board, in carloads, from Southard, 
Okla., Sweetwater, Tex., and Fort Dodge, Iowa, to the same destina- 
tions, are unduly prejudicial to complainant in No. 17006 and unduly 
preferential of manufacturers of plaster wall board at the points last 
named, and that said undue prejudice and preference should be re- 
moved by establishing rate relations such as would result from the 
following bases: 

(a) Rates on fiber wall board, in carloads, minimum 40,000 pounds 
from Lockport, N. Y., to destinations in the Southwest, equal to 27.5 
per cent of corresponding first-class rates contemporaneously in effect. 
f (b) Interstate rates on plaster wall board, in carloads, minimum 
50,000 pounds, from Southard, Okla., and Sweetwater, Tex., to desti- 
nations in the Southwest and in western trunk-line territory and from 


Fort Dodge, Iowa, to destinations in the Southwest, equal to 20 per 
cent of corresponding first-class rates contemporaneously in effect. 

(c) Interstate rates on Fm ong wall board, in carloads, minimum 
50,000 pounds, from Fort d 


odge, Iowa, to destinations in western 
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trunk-line territory equal to 17.5 per cent of first-class 


rates under the southwestern scale set forth in ‘Append ma 100) 


report in the Consolidated Southwestern Cases, 123 | ns to the 
distances to be computed in accordance with finding 15 ’ pag C. 3, 
said report; and rates on fiber wall board, in carloads yar at mn 
40,000 pounds, from Lockport to the same destinations, equa} wu™ 
present rates. (This finding is without prejudice to furthe to the 
eration following disposition of the pending genera] investie consid. 
the class rates within western trunk-line territory and betwee of 
territory and official territory.) een that 

(d) To destinations west of the Southwest and western trunk-]j 
territory rates on fiber wall board, in carloads, minimum g9o0® 
pounds, from Lockport, N, ¥., which shall not exceed the int 50,000 
rates on plaster wall board, in carloads, minimum 60,000 pounds wa 
Southard, Okla., Sweetwater, Tex., and Fort Dodge, Iowa, by erno™ 
percentages than those by which the fifth-class rates from Jee 
exceed the contemporaneous class C rates from Southard Obn, 
Sweetwater, Tex., and Fort Dodge, Iowa, to the same destinati la., 

Note.—For the purpose of this finding, western trunk-line rem 
tory will include the area east from Duluth, Minn., along the south, 
shore of Lake Superior and south along the western shore of 
Michigan to Milwaukee, Wis., thence in a _ westerly direction in wt 
consin on the Chicago, Milwaukee, St. Paul & Pacific Railwa : 
Rugby Junction, Wis., thence on the Minneapolis, St. Paul @ rf to 
Ste. Marie Railway to Duplaineville, Wis., thence on the Chicagtt 
Milwaukee, St. Paul & Pacific Railway to Madison, Wis., thence o” 
the Chicago & North Western Railway to Dodgeville, Wis thence 
south on the Illinois Central Railway to the Illinois state line thence 
west on the Illinois-Wisconsin state line to the Mississippi rine 
thence south along the Mississippi river to St. Louis, Mo. thene; 
west on the Missouri Pacific Railway to Labaddie, Mo., thence pe 
the Chicago, Rock Island & Pacific Railway to Kansas City Mo, 
thence south on the Kansas-Missouri state line to the St. Louis-San 
Francisco Railway immediately east of Galena, Kans., thence north. 
west on the St. Louis-San Francisco Railway through Galena, Colum- 
bus, Oswego, Cherryvale, Fredonia, Beaumont, and Augusta. Kans 
to Wichita, Kans., thence on the Missouri Pacific Railway ‘through 
Andale, Kans., to Hutchinson, Kans., thence on the Chicago, Rock 
Island & Pacific Railway to McPherson, Kans., thence on the Union 
Pacific Railway through Salina, Kans., to Abilene, Kans., thence on 
the Atchison, Topeka & Santa Fe Railway through Concordia, Kans 
to Superior, Nebr., thence on the Missouri Pacific Railway to Hast. 
ings, Nebr., thence on the St. Joseph & Grand Island Railway to 
Grand Island, Nebr., thence east on the Union Pacific Raiiway 
through Columbus, Nebr., to Fremont, Nebr., thence north on the 
Chicago, Burlington & Quincy Railway to Sioux City, Iowa, thence on 
the Chicago, Milwaukee, St. Paul & Pacific Railway through Yankton 
and Mitchell, S. Dak., to Aberdeen, S. Dak., thence on the Chicago & 
North Western Railway to Oakes, N. Dak., thence on the Northern 
Pacific Railway through Jamestown, N. Dak., to Fargo, N. Dak. 
thence on the Great Northern Railway north through Hillsboro, N! 
Dak., and Grand Forks, N. Dak., and east to Carlton, Minn., thence 
on the Northern Pacific Railway to Duluth. 

The Southwest will include Arkansas, Oklahoma, that part of 
Louisiana west of the Mississippi river, Texas, and that part of 
Missouri south of the Missouri Pacific Railway from St. Louis to 
Labaddie, Mo., thence the Chicago, Rock Island & Pacific Railway 
to Kansas City, Mo. 

3. That the maintenance in the western classification of a fifth- 
class rating on fiber wall board, in carloads, is not unreasonable or 
unduly prejudicial. 

4. That where higher rates from Southard, Okla., Sweetwater, 
Tex., or Fort Dodge, Iowa, to points in western classification territory 
now apply or are established in compliance with the findings herein 
on plaster wall board than on plaster or plaster products (other 
than plaster wall board) and shipments are made in mixed carloads, 
the maintenance on the mixed shipments of a rate lower than the 
rate on plaster wall board results and will result in undue prejudice 
to complainant in No. 17006 and in undue preference of manufac- 
turers of plaster wall board at Southard, Sweetwater, and Fort 
Dodge, and that said undue prejudice and preference should be re- 
moved by the establishment of a rule to the effect that the rate on 
the plaster wali board and the highest minimum applicable to any 
article in the car will apply on the mixed shipment. 

5. That except as indicated in the previous findings the rates, 
ratings, rules, and practices assailed are not unlawful. 

Reparation is denied for lack of proof of damage. In view of 
o — findings the complaints in Nos. 18958 and 16491 will be 

smissed. 


The order for the future is effective on or before January 25. 


COMMISSION REPORTS 


Green Salted Hides 
No. 21936, H. Myers vs. A. C. L. et al. By division 2. Rate, 
green salted hides, carloads, Tallahassee, Fla., to Dothan, Ala. 
unreasonable to the extent it exceeded or may exceed 25 cents 
per 100 pounds. Reparation awarded. New rate to be estab- 
lished not later than February 4. 


Lumber 


No. 22051, Schofield Brothers vs. Ann Arbor et al. By 
division 3. Following Sligo Iron Store Co. vs. W. M., 62 1. C. ¢. 
643 and 73 I. C. C. 551, Commission finds rates on lumber, cer 
tain points in Pennsylvania, Kentucky and West Virginia to 
points in New York, Connecticut, Michigan, New Jersey, Massa 
chusetts and Illinois inapplicable, and awards reparation. Ap- 
plicable rates are those resulting from the use of Agent Jones 
I. C. C. No. U. S. 1. Complainants entitled to reparation from 
carriers whose tariffs made reference to Jones’ tariff. Rate 
charged on one carload of lumber, Royalton, Ky., to Kingston, 
N. Y., applicable. 





CHANGE IN DOCKET 


Argument in No. 21974, Hoever Steel Ball Co. vs. Mich. 
Cent. R. R. et al., assigned for November 30, at Washington, 
D. C., was canceled. 
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EEE RE EE 
Proposed Reports in I. C. C. Cases 





LUMBER TRANSIT AT SPOKANE 


4 finding of undue prejudice and an order to remove it 
ve been proposed by Examiner L. A. Pyle in No. 21482, Inland 
opire Manufacturers’ Association vs. Abilene & Souhtern, on 
yeount of the failure of the Chicago, Milwaukee, St. Paul & 
yeifie to accord complainant’s members transit at Spokane, 
fash. under like rules and regulations and at the same transit 

e as it contemporaneously accords their competitors at 
ints in Illinois, lowa, Wisconsis, Minnesota and South Dakota. 
Qn account of the higher transit charges at Spokane the com- 
jlainant alleged that the rates on lumber from points in Oregon 
ni Washington under which transit service was accorded at 
ints in Illinois, Iowa, Wisconsin, Minnesota and South Dakota 
yere in violation of the fourth section. Pyle said that the Com- 
nission, on that phase of the case, should follow its decision in 
procter & Gamble Co. vb. A. & V., 129 I. C. C. 385. In that 
age it held that differences in charges resulting from different 
ansti charges did not constitute a violation of the fourth 
section. 
At Spokane transit is allowed on the raw material originat- 
ig not more than 250 miles from the transit point. At the 
ystern transit points there is no such distance restriction. At 
spokane the transit charges are graduated in accordance with 
the length of the haul into the transit point, ranging from 1.5 to 
scents per 100 pounds. At the eastern points the transit charge 
ig 1.5 cents. At Spokane the transit period is limited to six 
nonths, while at the eastern transit points the period is twelve 
noths. The examiner said that the principal advantages at 
the eastern transit points were the lack of distance limitation, 
lower charge and the longer transit period. 

This situation grew out of what the carriers did in response 
tothe Commission’s decision in Anderson Lumber Co. vs. N. P., 
71.0. C. 425, in which the Commission made a finding of undue 
prejudice because the Milwaukee and the Northern Pacific al- 
lowed transit at points in the Pacific northwest, but denied it at 
South Stillwater, Minn., now known as Bayport. The carriers 
established transit at Bayport, without the distance limitation 
because it would have prevented transit at that point. When 
Bayport got transit other points at the eastern ends of the 
transcontinental lines asked for and obtained it, transit being 
— at 28 points in the states mentioned as being pre- 
erred. 

The Western Pine Manufacturers’ Association and the West 
Coast Lumbermen’s Association, manufacturing in Oregon, 
Washington, Idaho and Montana, intervened in this case asking 
for their members relief demanded by the complaining asso- 
tiation. The California White & Sugar Pine Manufacturers’ 
Association, with plants in southern Oregon and in California, 
intervened. It said it did not oppose the establishment of transit 
at Spokane and other points in that vicinity the same as 
accorded to alleged competing points but that it did oppose any 
change in the transit service at those points. 

_ Pyle said the record did not afford a basis for a finding 
vith respect to transit service at points at which mills were 
operated by members of the intervening Western Pine Manu- 
al Association and the West Coast Lumbermen’s Asso- 


BRICK AND CLAY PRODUCTS 


A revision of the rates on brick, drain tile, and sewer pipe, 
fm Pueblo, Colo., to destinations in Colorado, New Mexico, 
Texas, Oklahoma and Kansas; and on clay sewer pipe, from 
Kansas City, Mo., Pittsburg, Kan., and Pueblo, Colo., to 
Roswell, N. M., based on findings of unreasonableness and un- 
due prejudice, has been reccommended by Examiner L. G. Ma- 
‘omber, in No. 20767, Standard Fire Brick Co. vs. Gulf, Colorado 
& Santa Fe et al., and No. 20476, City of Roswell et al. vs. 
‘atta Fe et al. His recommendation is that the rates on the 
Te) brick list prescribed in the General Brick Case, 68 
rh C. 213, be brought into conformity with the Commission’s 
‘cisions in the Southwestern Brick Cases, 107 I. C. C. 681, 
- 156 I. C. C. 191; Post Brothers Tile Co., 89 I. C. C. 544, and 
the Consolidated Southwestern Cases, 123 I. C. C. 203. 

_ The title case attacked rates on brick, drain pipe and sewer 
‘be from Pueblo to points in the states mentioned as unrea- 
ee and unduly prejudicial to the complainant and unduly 
“ erential of competitors at Saspamco and Texarkana, Tex., 
_— of sections 1, 3 and 13 of the interstate commerce 


The city of Roswell and Roswell business houses alleged 
that the rates on sewer pipe from Kansas City, Mo., Pittsburg, 
Kan., and Pueblo were unjust and unreasonable. The complain- 
ants in both cases asked for and the examiner recommended 
reparation. Macomber said that bringing the rates into line 
with his recommendations would remove any unjust discrimina- 
tion under section 13 that there might be in the rates and that 
no finding with respect to that allegation was necessary. 

Macomber said the Commission should find that the rates 
on brick and related articles in straight or mixed carloads were, 
are and would be unreasonable to the extent they exceeded, 
exceed or might exceed the single and joint line rates prescribed 
in the Consolidated Southwestern Cases applied in the manner 
therein designated. He said that the rates on drain tile and 
related articles, including roofing tile, in straight or mixed car- 
loads, were, are and would be unreasonable and unduly preju- 
dicial to the extent they exceeded, exceed or might exceed the 
single and joint line rates prescribed in the Post Brothers Tile 
Co. case, based on actual distances from and to the points con- 
cerned, the single-line scales beyond 500 miles to be extended 
at the same rate of progression as that used between 400 and 
500 miles, and the joint-line rate for 500 miles to be observed 
as a minimum for joint hauls greater than that distance. 

As to rates on clay sewer pipe, the examiner said the Com- 
mission should find they were, are and would be unreasonable 
and unduly prejudicial to the extent they exceeded, exceed or 
might exceed rates under the 17.5 per cent scale as prescribed 
in Consolidated Southwestern Cases, computed in the manner 
designated therein, plus differentials for hauls in New Mexico 
and Oklahoma and Texas differential territories under the scale 
of differentials prescribed therein for application in Texas dif- 
ferential territory, minimum 26,000 pounds. 

As to rates on clay sewer pipe from Kansas City and Pitts- 
burg to Roswell, Macomber said the Commission should find 
them unreasonable to the extent they exceeded or exceed the 
basis of rates as set forth in the preceding paragraph. 


PETROLEUM TO CONNECTICUT 

Revision of the rates on petroleum and its products from 
refining points in New Jersey and eastern Pennsylvania to 
destinations in Connecticut, based on a finding of unreasonable- 
ness for the present and future, has been recommended by 
Examiner J. M. Fiedler in No. 21842, State of Connecticut vs. 
Pennsylvania et al. The Examiner said the Commission should 
find the rates from Marcus Hook and Chester, Pa., Bayonne, 
Communipaw, Constable Hook and Eagloil, N. J., to destinations 
in Connecticut unreasonable to the extent they exceed or may 
exceed 90 per cent of fifth class on refined products and 80 
per cent of the rates on refined for application on fuel oil. 

The carriers contended that the rates, mostly equal to fifth 
class or high percentages of that class, were depressed by water 
competition. The examiner said 80 per cent of the movement 
into Connecticut was by water to Connecticut ports and by rail 
into the interior. Even if the rates were depressed by water 
competition, Fiedler said there was no justification for the main- 
tenance of the full fifth class basis. Rates in central territory, 
he said, were generally on the basis of 90 per cent of fifth and 
in trunk line territory they ranged from 52 to 93 per cent of 
fifth class. He said that the basis of less than fifth class was 
also maintained to some New England destinations. 

Fiedler said the findings should be made without prejudice 
to any different conclusions that might be reached on the more 
comprehensive record in No. 17000, part 4, Hoch-Smith petro- 


leum. 


BRICK FROM GOOSE LAKE, ILL. 


An extension of the scale prescribed in the General Brick 
Case, 68 I. C. C. 213, to cover distances up to 560 miles, has 
been recommended by Examiner Arthur Kettler in No. 22317, 
Illinois Clay Products Co. vs. Elgin, Joliet & Eastern et al., as 
a method for prescribing reasonable rates on brick and related 
articles taking the same rates from Goose Lake, IIl., to destina- 
tions east of the Illinois-Indiana state line. Kettler says the 
present rates should be found unreasonable for the future but 
not otherwise unlawful. 

The complaint alleged the rates from Goose Lake to points 
east of the Indiana-Illinois line were unreasonable to the com- 
plainant and unduly preferential of its competitors within the 
designated territory. The complaint was filed because the com- 
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plainant had changed its plant so as to extend its lines of mer- 
chandise to cover requirements east of the Indiana-Illinois line. 

Kettler said the General Brick Case base rate, $1.75 per net 
ton from the group containing Danville, Ill., and Attica, Ind., 
to Chicago, IIl., was five cents under the scale therein pre- 
scribed. He said the scale, properly extended, would grade 
into another base rate, of $3.15, from Canton, O., to Chicago, 
Ill. He proposed the extension. The result is a scale carried 
in an appendix beginning with 90 cents for 20 miles and under. 
It becomes 180 cents for the block between 101 and 124 miles, 
which includes the distance. on which the basic rate of $1.75 
per ton was prescribed in the General Brick Case. It becomes 
225 cents at 200 miles, 275 cents at 300 miles, 325 cents at 400 
miles, 360 cents at 500 miles and runs out with a rate of 380 
cents for the block between 540 and 560 miles. 

The examiner said that the Commission should find unrea- 
sonable the rates over tariff routes to destinations in central 
territory to the extent they may exceed the rates for actual 
distances over those routes under the extended scale and to 
destinations in eastern trunk line territory to the extent they 
exceed rates on like traffic from Chicago and points grouped 
therewith by more than 10 cents per net ton. 


PROPOSED REPORTS 


Clay Products 

No. 21638, Lee Clay Products Co., Inc., vs. C. & O. et al. 
Examiner John McChord. Recommends reparation on finding 
interstate rates on sewer pipe, wall coping, and flue linings, 
carloads, Clearfield, Ky., to destinations in southern and south- 
eastern territory unreasonable and unduly prejudicial to com- 
plainant to extent they exceeded those that would have accrued 
by application of the Southern single-line mileage scale of rates 
shown in appendix to report from Morehead, Ky., plus a dif- 
ferential of 3 cents per 100 pounds to the Morehead & North 
Fork Railroad Company for transportation from Clearfield to 
Morehead. Scale begins with 5.5 cents for 5 miles and ends 
with 22.5 cents for 500 miles. 


Coal 


No. 22437, Ohio Salt Co. vs. B. & O. Examiner P. F. Mackey. 
Recommends dismissal on finding not unduly prejudicial or 
otherwise unlawful rates on bituminous coal, points in the 
Moundsville, Fairmont and Monogah coal districts in West Vir- 
ginia to Rittman, O. 

Brick 

No. 22178, A. C. Ochs Brick & Tile Co. vs. C. M. & St. P. 
et al. Examiner Harris Fleming. Recommends reparation on 
finding rates on brick and certain articles taking the same rates 
from Springfield, Minn., to various destinations in South Dakota 
unreasonable to extent they exceeded the second Mason City 
scale of rates (Mason City Brick & Tile Co. vs. D. G., 107 I. C. C. 
702) applied over the routes of movement on shipments that 
moved on and subsequent to November 4, 1926. 


Gypsum Rock 
No. 22089, Iowa Paint Manufacturing Co. vs. M. & St. L. 
et al. Examiner Harris Fleming. Recommends dismissal on 
finding applicable and not unreasonable rate on gypsum rock, 
Fort Dodge, Ia., to Minneapolis, Minn. 


Dairy Products 
No. 19876, New England Milk Rate Committee et al. vs. 
B. & A. et al. Examiner J. M. Fiedler. Proposes dismissal on 
finding rates on milk, cream, and other dairy products between 
points in New England in conformity with the findings and 
views in Milk and Cream Between New England Points, 126 
L. ¢. ©. Bd. 


Watermelons 


No. 22365, F. Strauss & Son, Inc., vs. Missouri Pacific et al. 
Examiner Paul R. Naefe. Carload rate on watermelons, Poteet, 
Tex., to Monroe, La., inapplicable. Applicable rate, 59.5 cents, 
unreasonable to extent it exceeded 57 cents but not otherwise 
unlawful. Rate on like shipments, Yturrie, Tex., to Monroe, 
inapplicable. Applicable rate, 62.5 cents, not unreasonable or 
otherwise unlawful. Undercharges should be waived to the 
extent that the rates found applicable exceeded those found 
reasonable. Dismissal recommended. 


Automobiles, Etc 


No. 22110, Staples Oil Co. et al. vs. Northern Pacific. Ex- 
aminer Herbert P. Haley. Recommends reparation on finding 
inapplicable rates on automobiles, accessories, and merchandise, 
carloads, various points in Michigan, Ohio, West Virginia and 
Indiana, to various points in Minnesota and North Dakota. 
Between November 28, 1925, and March 22, 1927, applicable rate 
to St. Cloud, Little Falls, Staples, and Brainerd was $1.57; that 
the applicable rates to the other points of destination, Wadena, 
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Fergus Falls, Sanborn, Carrington and Goodrich were the } 

combination rates, apparently composed of the $1.57 oa 
Staples, plus the applicable factors beyond. Applicable OF to 
not in violation of long-and-short-haul provision of — 
or unreasonable. m= 4 


Cement Silo Staves, Etc. 


No. 20709, Michigan Silo Co. et al. vs. B. & A, et al. EB 
aminer E. L. Glenn. Proposes dismissal on finding rates ~ 
cement silo staves, slabs or blocks, Peoria, Ill., and Bloomfield 
Ind., to points in eastern trunk line and New England territorje; 
not unreasonable or otherwise unlawful. ee 


Lard Substitute 


No. 22304, Interstate Cotton Oil Refining Co. ys, Kansas 
City Southern et al. Examiner H. C. Lawton. Recommengs 
reparation of $71.65, with interest, and waiver of Collection of 
outstanding undercharges on finding carload rate on lard sub- 
stitute, Sherman, Tex., to Peason, La., unreasonable to extent 
it exceeded 51 cents. 


Apples and Pears 


No. 22214, Beggs Brothers Fruit Co. et al. vs. Santa Fe et al 
Examiner H. L. Main. Recommends dismissal on finding not 
unreasonable rates on apples and pears, points in Washington 
Oregon, Idaho, Utah and Colorado to Los Angeles, Calif, ’ 


Scrap Mica 


No. 21689, Richmond Mica Corporation vs. A. C. L. et al, 
Examiner R. J. Olentine. Rates on scrap mica, carloads, were, 
are and for the future will be unreasonable to extent they ex. 
ceeded, exceed or may exceed, subject to a minimum of 60,000 
pounds, 15 cents from Martinsville, Va., 24 cents from Franklin, 
N. C., and 21 cents from Spruce Pine, Penland, Boonford, Mip. 
pro, Asheville and Thermal City, N. C., to Richmond, Va. Rates 
for future and reparation recommended. 


Coal 


No. 21938, Majestic Coal Mining Co. vs. Santa Fe et al. 
Examiner J. J. Williams. Rates on coal, Midland and Montreal, 
Ark., to destinations in Oklahoma are and for the fuutre will be 
unreasonable to the extent that the lump coal rates exceed or 
may exceed rates made on distance scale in appendix B to 
report and to the extent that the slack coal rates exceed or 
may exceed rates that are 40 cents less than the contempora- 
neous lump coal rates. Appendix B scale, minimum 45,(00 
pounds, begins with $1.05 per net ton for 30 miles and under, 
progresses 10 cents a ton for each 10-mile block to and including 
100 miles, becomes $1.90 at 120 miles and over 100 miles, $2.05 
of 140 miles and over 120; $2.20 at 160 miles and over 140; then 
progresses 10 cents a ton for each 20-mile block to 480 miles, 
the rate being $3.80 for 480 and over 460 miles, and ends with 
$3.85 for 500 miles and over 480. Distances should be computed 
over shortest possible routes over which carload traffic can move 
without transfer of lading. Defendants may group origin and 
destination points. 

No. 22101, Pittsburgh & Ashland Coal & Dock Co. vs. North- 
ern Pacific et al. Examiner Alfred G. Hagerty. Recommends 
that Commission find rates on bituminous coal from Ashland, 
Wis., to destinations north and west of the Twin Cities on the 
Northern Pacific and Soo Line railroads in Minnesota and North 
Dakota unreasonable for the future to the extent they exceed 
the maximum distance scale of rates prescribed in Holmes & 
Hallowell Co. vs. G. N. Ry. Co., 69 I. C. C. 11, based on the 
short-line distances over routes which will not require transfer 
of lading, not embracing more than three separate carriers. 


GULF & WEST TEXAS LINE 


In a report in Finance No. 7625, proposed construction of 
line by Gulf & West Texas, Examiner J. S. Prichard has recom: 
mended that the Commission find that the present and future 
public convenience and necessity require the construction, by 
the applicant, of a railroad extending from Fredericksburg 
northwesterly to Brady, in Gillespie, Mason and McCulloch 
counties, Texas; and that the application, in so far as it relates 
to the construction of that portion of its proposed line from 
Eden to San Angelo, Tex., be deferred for further consideration. 
The examiner recommended that permission be given the 4P 
plicant to retain excess earnings. 

Retention for further consideration of that part of the aP 
plication for permission to build between Eden and San Angelo 
was recommended because the applicant had not made arrange 
ments for the use of the tracks of the Gulf, Colorado & Santa 
Fe between Brady and Eden, a distance of about 32 miles. The 
applicant said that if no satisfactory arrangement could be made 
it would file an application for permission to construct the 
necessary mileage. The examiner said that if it were possible 
to make satisfactory arrangements for the use of the Santé 
Fe subsidiary’s tracks, construction by the applicant of another 
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sgrember 30, 1929 


ua. would probably result in unnecessary duplication of rail 
> ities, which should be avoided. 
a The application covers an enterprise looking to the making 
connection between northwest and southwest Texas 
will reduce the distances by large percentages and bring 
je northwestern part of the state into relative close proximity 
with San Antonio and the new port of Corpus Christi. It was 
sesented in the alternative, the shorter of the two lines being 
3 miles long and the longer or alternative route, from Wet- 
wore to Brady and from Eden to San Angelo, 170 miles long. 
Final objection was voiced only by the Abilene & Southern. 
hat carrier, the report says, has an application pending before 
ie commission, Finance No. 7747, to extend its line from Bal- 
ger to San Angelo. The Abilene & Southern said that the 
posed extension would closely parallel the line it desired to 
iuild for a distance of five or six miles. 

The examiner said that there was a large area in Texas, 
proximately 200 miles in diameter, through which the pro- 
ysed line would run as the chord of a semi-circle and provide 
, direct route between the northwestern and southeastern sec- 
ions, such as the business interests of San Antonio and San 
ingelo and the intervening territory had long been interetsed 
, The northwest section, together with the territory tributary 
the proposed line, contain an area of 100,806 square miles 
wotaining an estimated population of 1,194,668. In addition 
o being a great agricultural and live stock region, the examiner 
aid it contained some of the richest oil fields in the world. 

It was estimated that it would require an investment of 
$5,852,665 to provide the line, including the cost of construction, 
estimated at $5,227,665, and other items. 

The proposal is to finance the line by the issuance of 
socks and bonds, promised subscriptions of stock totaling 
31,300,000. The railway operating revenues in the first five 
years are estimated at $11,291,500, railway operating expenses 
at $7,349,475, leaving a net from operations of $3,942,025 and 
anet income of $1,725,725. The operating ratio used in making 
the estimates was 65. 


stich 


CONSTRUCTION IN MIAMI, FLA. 


Proposed construction of tracks in Miami, Fla., to enable 
the Seaboard Air Line system to reach directly the city’s marine 
trminal, has been authorizéd by the Commission, division 4, 
in No. 7000, extension of Miami Municipal Railroad; Finance 
No. 7021, construction by Seaboard-All Florida Railway, and 
Finance No. 7022, operation by Seaboard. Air Line Railway Co. 

The city of Miami is authorized to extend its line in Miami 
less than a mile in length; the Seaboard-All Florida is author- 
ized to extend its line to a connetcion with the municipal tracks, 
less than half a mile in length, and the Seaboard Air Line is 
authorized to acquire control by lease of the Seaboard-All Florida 
extension and to operate over the municipal tracks. 

The approval outlined is given on condition that a fair and 

reasonable operating contract be executed by the city and the 
Seaboard, subject to the Commission’s approval, and that a 
similar contract be tendered by the city to the Florida East 
Coast, Which intervened in opposition to the applications. 
The report said the estimated cost of the proposed connec- 
tion Was $50,000 for the Seaboard and $74,066 for the city, in- 
cluding an allowance of $50,000 for interlocking that the appli- 
ants said was unnecessary. A Florida East Coast engineer 
estimated the costs at $52,400 for the Seaboard and $152,600 
for the city, but the Commission said he appeared to have over- 
estimated certain items of cost. 

The Commission said the proposed connection would give 
the Seaboard direct and equal access to the municipal railway 
aid docks and that the city would be enabled at relatively 
mall cost to obtain competitive service, on terms of equality 
oa the Seaboard and the Florida East Coast, for its marine 
lerminals. 


KATY GETS ENGLEWOOD ROAD 


The Commission, by division 4, in Finance No. 7680, con- 
trol of Beaver, Meade & Englewood, and Finance No. 7624, ap- 
Dlication of Chicago, Rock Island & Pacific, has disposed of a 
rgd between the Rock Island and the M-K-T for control of 
the Beaver, Meade & Englewood by awarding that short line 
‘o the Katy. The latter, according to the report, is willing to 
Pay $1,301,966 for the $315,000 of capital stock and $320,000 of 
— mortgage bonds, the amount the Rock Island had con- 
=e contracted to pay for the securities. The Rock Island 
— to pay that sum if the Commission approved its applica- 
Kat for Permission to buy. When it filed its application, the 
are which had been aiding the short line by furnishing cars 
tp ek material on favorable terms, also asked for permission 
is uy. It said it was willing to pay as much as the Rock 

and. The short line extends from Beaver to Hough, Okla., 
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in the panhandle of Oklahoma, a distance slightly greater than 
65 miles. 

The short line was represented as being highly competitive 
of a part of the Rock Island and complementary to the M-K-T. 
In 1928 its net railway operating income amounted to 5.75 per 
cent of the sum offered by the Rock Island which the M-K-T 
said it was willing to pay. 

Commissioner Eastman, dissenting, said that the sum to be 
paid for the short line was equal to $312 per share of the com- 
mon stock, assuming the bonds to be worth par. He said there 
was no evidence that they were worth more. He said the sum 
agreed upon made no allowance for any interest that might 
have been due on the extensive liabilities other than the first 
mortgage bonds. He said he could find no sufficient justification 
for the “extremely liberal purchase price.” 

“If consolidations, and this is virtually a consolidation,” 
said he, “are to be brought about upon such terms, the public 
will obtain little benefit from the promised economies.” 


Cc. & O. CONTROL OF H. V. 


The Chesapeake & Ohio Railway Company, in Finance Nos. 
7960 and 7961, has asked the Commission for authority to 
acquire and operate the Chesapeake & Hocking Railway Com- 
pany and the Hocking Valley Railway Company. At this time 
the Chesapeake & Ohio owns the stock of the Chesapeake & 
Hocking, which was organized by it, and 80.35 per cent of the 
stock of the Hocking Valley. The acquisition proposed, it is 
stated, will be for the purpose of reorganizing the applicant’s 
interest in the two properties, as suggested by minority stock- 
holders of the Hocking Valley. In connection with acquisition 
of the Hocking Valley it is proposed that the C. & O. shall give 
to the Hocking Valley 247,488.75 shares of common capital stock, 
par value $100 a share, for distribution to Hocking Valley stock- 
holders. No cash financing will be required, according to the 
application, and authority to issue necessary securities and to 
assume obligation and liability with respect to securities, will 
be asked later. In the case of the Chesapeake & Hocking, the 
Chesapeake & Ohio will simply turn the stock of the C. & H. 
over to that company in exchange for title to the property. 


CONTROL OF WESTERN MARYLAND 


An amended application setting forth details as to pro- 
posed acquisition by it of stock of the Western Maryland Rail- 
way Company has been filed in Finance No. 7415 by the Pitts- 
burgh & West Virginia Railway Company. The original applica- 
tion seeking authority to acquire control of the Western Mary- 
land was filed by the Western Maryland, February 2, 1929. 

The Pittsburgh & West Virginia says it proposes to purchase, 
with the approval of the Commission, 163,859 shares of first 
preferred stock, 8,000 shares of second preferred stock and 
159,050 shares of common stock of the Western Maryland, now 
owned by the Baltimore & Ohio, for $18,673,049.60, with adjust- 
ments as to interest and dividends, and such additional stock 
as may be necessary to give it numerical control at not to 
exceed the price per share paid for the stock now owned by 
the Baltimore & Ohio, or at a price to be fixed by the Com- 
mission. 


N. Y. C. VALUATION 


A total final value of $1,578,206,614, including $47,331,898 
for working capital, has been found by the Commission for the 
70 carriers comprising the New York Central system, for rate- 
making purposes, as of varying valuation dates ranging from 
June 30, 1915, to June 30, 1919, in Valuation No. 1022, the New 
York Central Railroad Company et al., opinion Nos. B-750 and 
B-751, 27 and 28 valuation reports. 

“The 70 carriers valued in this proceeding own or control, 
with a few minor exceptions, all of the common-carrier prop- 
erty of the so-called New York Central system, one of the 
largest in the country,” says the report. “The great majority 
of the individual roads are leased to or affiliated with larger 
lines, which in turn are controlled through stock ownership by 
the dominant road, the New York Centra] Railroad Company, 
hereinafter called the Central or the New York Central. A 
number, however, are directly controlled.” 

The properties appraised in the report aggregated on valua- 
tion dates approximately 10,356 miles of first main track and 
approximately 24,133 miles of all tracks used. 

The Commission stated that the aggregate valuation tenta- 
tively found for the properties of the New York Central sys- 
tem embraced in the proceeding and used for common carrier 
purposes was $1,502,845,076, to which was added $47,331,898 for 
materials and supplies and cash working capita]. On the same 
price basis, said the report, protestants contended for an aggre- 
gate value for system-owned properties of approximately $1,800,- 
000,000, exclusive of working capital. 

For the New York Central Railroad Company alone, as of 
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June 30, 1917, the Commission found final value for rate-making 
purposes as follows: Owned and used, $745,300,000; owned but 
not used, $5,790,880; used but not owned, $309,144,244. 

For the Big Four, as of June 30, 1917, the Commission found 
final value as follows: Owned and used, $146,500,969; owned 
but not used, $276,640; used but not owned, $23,469,209. 

For the Michigan Central, as of June 30, 1917, the Com- 
mission found final value as follows: Owned and used, $135,- 
189,250; owned but not used, $432,227; used but not owned, 
$20,474,951. 

For the Pittsburgh & Lake Erie, as of June 30, 1917, the 
Commission found final value as follows: Owned and used, 
$54,020,000; owned but not used, $7,500; used but not owned, 
$36,267,265. 

“The decision of the Supreme Court on May 20, 1929, in 
St. Louis & O’Fallon Railway Company vs. United States,” said 
Commissioner Eastman, in a dissenting opinion, ‘makes it 
desirable, I believe, for us to review our methods of valuation 
and consider whether they are consistent in all respects with 
the views expressed by the court. I doubt whether they are 
altogether consistent, for apparently it is the view of the court 
that value for rate-making purposes should correspond with its 
conception of the actual value of the property, using the word 
‘value’ as it is used in common parlance. 


“There is much that may and should ultimately be said 
in regard to this matter, but such discussion may appropriately 
be deferred, I think, until we bring the value of some one impor- 
tant carrier up to date and use that value in the exercise of our 
powers of regulation. While a single-sum value as of a rather 
remote date in the past is fixed by this report and order, it is 
obvious that this value cannot be put to actual use, either in re- 
capture or in the regulation of rates. These primary or basis 
valuations are chiefly important because of the underlying data 
which they accumulate and classify, and because they provide a 
foundation for the ascertainment of subsequent valuations at 
later dates which can be put to actual use.” 


Commissioner Eastman also discussed the question of ac- 
counting that should be followed in the case of the investment 
account when carriers were consolidated, disagreeing with the 
method followed by the majority. 

The Commission summarized its findings as follows: 


1. Protests of the carriers against the tentative valuation of their 
properties considered and determined. 

2. Balances in road and equipment and in profit and loss accounts 
of consolidating railroad corporations can not properly be trans- 
ferred to the books of the successor consolidated corporations. The 
latter should show in their investment in road and equipment accounts 
the considerations actually paid for the property acquired in the con- 
solidation. 

3. A loan of public credit to a railroad corporation in raising 
money for construction purposes, while not a donation, is an aid and 
should be reported as such. 

4. Contributions of the carrier toward the total cost of roof and 
supports for a tunnel, masonry and lining in the tunnel, and viaducts 
for intersecting streets, incurred in connection with the lowering of 
its line in Park Avenue, New York City, were not improperly classi- 
fied as the cost of rights in public domain under the circumstances 
of this case, where the major immediate use of the structure is 
to support the streets, and part of the cost of the work was borne 
by the city. 


5. Contributions of public authorities toward grade-crossing 
elminations should be deducted from the cost of structures built for 
that purpose. This proceeds from an exception to the general rule, 
and is not affected by the existence of statutes under which the 
railroad would be compelled to bear the total expense of the work 
if it were being reproduced. 


6. Work that would not be necessary if railroad were obliterated 
and reconstructed should not be provided for in the estimate of cost 
of reproduction, but outlays of a capital nature for grading, paving, 
etc., made by the carrier for the acquisition or continued enjoyment 
of rights to use public places should be included as the cost of rights 
in public domain. 

7. General expenditures estimated at 1 per cent of the roadway 
accounts, exclusive of land, in lieu of 1.5 per cent shown in the tenta- 
tive valuations. 

8. Pier properties leased from the city of New York should be 
classified as rights in —_e domain, not as property used but not 
owned, the present public policy being to hold such properties in 
municipal ownership for coordinated development in the public in- 
terest. The rentals paid to the city for the use of such properties 
should not be capitalized but should be charged to current operating 
expenses. 

9. Submerged lands in Hudson River, New Jersey, lying between 
bulkhead and pierhead lines, conveyed in fee to a predecessor of the 
West Shore Railroad by state riparian commission, reclassified as 
property owned and used. 

10. Water-front lands in Boston, Mass., used by the Boston and 
Albany by virtue of licenses of Commonwealth of Massachusetts, 
reported as rights in public domain rather than as owned and used 
property. 

11. Exclusive use by carriers for long periods of certain streets 
and alleys, ownership of which is asserted by the carriers, reported 
as rights in public domain, as no vacation by the municipalities has 
been disclosed. Such use by a carrier is a public one and does not 
constitute an abandonment of a highway by the city. 

12. New York Central’s interest in Bath Street tract, Cleveland, 
Ohio, formerly a part of the public domain but from which the public 
easement had been removed by legislation, reported as used by the 
carrier but as owned by the city of Cleveland. 

13. Right of way through the United States Hospital grounds at 
Cleveland reported as right in public domain. Right of way through 
city waterworks at Joliet, Ill., shown as land used by the carrier but 
owned by the city in its proprietary capacity. 
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14, Total final value for rate-making purposes 

of the various carriers embraced in this proceeding the Properties 
the respective carriers for common-carrier purposes founa ne by 
$1,578,206,614, including $47,331,898 for working capital, as of #° 
spective valuation dates. , the re. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 7865, authorizing the a , 
tion by Southern Bell Telephone & Telegraph Company of the wisi- 
phone properties of B. F. Hatch, doing business as the Unio ~- 
Telephone Company, approved. ntown 

Report and order in F. D. No. 7892, (1) authorizing the Clevela: 
& Pittsburgh Railroad Company to issue $1,574,000 of general’ nd 
refunding mortgage 4% per cent gold bonds, series A, to be delivans 
to the Pennsylvania Railroad Company at par in part payment 
indebtedness to that company; and (2) authorizing the Pennsylvin’ 
Railroad Company to assume obligation and liability as lessee pe 
guarantor, in respect of said bonds, approved. and 

Report and order in F. D. No. 7600, authorizing the acquisitj 
by the Kansas & Sidell R. R. Co. of control of the line of railroad 
of the Yale Short Line R. R. Co. under lease (extending from a point 
4,000 feet south of Casey, Clark county, Ill., southerly to Yale Jas 
county, Ill., about 13 miles), approved. » Snape 





FINANCE APPLICATIONS 


Finance No. 7948. Chester Telephone Co. of Chesterland, 9 
and Ohio Bell Telephone Co. ask approval of sale of Chester property 
to Bell company. ’ 

Finance No. 7950. Upper Merion & Plymouth Railroad Co, asks 
authority to issue $128,000 of additional common stock, par value $5) 
a share, and to sell it at par and use the proceeds for additions to 
the property and equipment. 

Finance No. 7951. New England Telephone & Telegraph Co, asks 
approval of acquisition of stock of the Windham County Telephone 
Co., Inc., Windham county, Vt. 

Finance No. 7946. Louisiana gg 4 & Navigation Co. and the 
Louisiana & Arkansas Railway Co. asks authority to abandon 9% 
miles of branch line from Aloha to Winnfield, La. 

Finance No. 7956. Ozark & Philpott Valley Railroad Co. asks 
authority to build 7 miles of line from a point on the Missgourj 
Pacific main line in Ozark, Ark. ; 

Finance No. 7957. New Mexico & Arizona Railroad Co, ang 
Southern Pacific Co. ask authority to abandon 12.45 miles of line 
between Flux and Calabasas, Ariz. 

Finance No. 7958. Chicago, Milwaukee, St. Paul & Pacific asks 
authority to abandon 10 miles of line between Twin Rivers and Disque, 
Wash. 

Finance No. 7926. Supplemental application of Wisconsin Centra] 
Railway Co. and Minneapolis, St. Paul & Sault Ste. Marie Railway 
Co. for authority to sell $8,000,000 of first refunding mortgage bonds 
at 95 and interest to Dillon, Read & Co., New York, the Canadian 
Pacific to guarantee the interest. Applicants withdraw request for 
authority to pledge $4,106,000 of bonds for short term notes, provided 
the authority to sell the $8,000,000 of bonds is granted, as such 
grant and sale will make unnecessary temporary financing previously 
proposed. 


TWIN CITIES-DULUTH SERVICE 


The Commission, in No. 17876, Twin Cities and head of the 
lakes joint passenger-train service, has reopened the proceeding 
for a hearing, at a time and place to be hereafter designated, 
on the application of the Soo Line, the Great Northern and the 
Northern Pacific to modify the joint passenger service they 
have been maintaining between the Twin Cities and the head 
of the lakes, Duluth, Minn., and Superior, Wis., since November 
27, 1927. They have asked permission to discontinue Norther 
Pacific trains Nos. 63 and 64. They allege that adequate serv- 
ice can be maintained by two Soo Line trains which leave the 
termini about the same time as the Northern Pacific trains they 
desire to discontinue. ; 

The Northern Pacific trains now proposed for discontinv- 
ance, the applicants say, were continued at the time the unified 
service was established, on the theory that they were needed 
for the performance of local service at intermediate points. In 
the application which caused a reopening the carriers asserted 
that the local service demand had decreased, so that there was 
no longer necessity for the two trains marked for abolition. 

A new contract providing for a lessened service has beet 
entered into by the carriers, subject to approval by the Com 
mission. The order of November 5, 1927, putting the experiment 
into effect for two years has been continued until the further 
order of the Commission. 


SUSPENDED TARIFFS 


In I. and S. No. 3385, the Commission has suspended from 
November 23 until June 23, schedules in Erie I. C. C. No. 18498. 
The suspended schedules propose numerous changes 10 routing 
in connection with rates on grain and grain products, carloads 
from Erie R. R. (lines east) stations to points on the Pennsy! 
vania R. R. (lines east) and West Jersey & Seashore R. R,, 
that will result in both increases and reductions. 

In I. and S. No. 3386, the Commission has suspended from 
November 25 until June 25 schedules in supplement No. 54 to 
joint tariff, W. S. Curlett’s I. C. C. No. A-200, Frank Van 4 
mersen’s I. C. C. No. 79, and J. J. Cottrell’s I. C. C. No. f 
and in supplement No. 47 to joint tariff, W. S. Curlett’s a a 
No. A-201, B. T. Jones’ I. C. C. No. 1993, and J. J. Cottre” 
I. C. C. No. 702. The suspended schedules propose to a" 
the routing in connection with class rates from points in oy" 
to eastern and New England destinations which would result 
numerous increases, 
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CLAYTON LAW ARGUMENTS 


The Trafic World Washington Bureau 


arguments in No. 21032, Interstate Commerce Commission 
. Baltimore & Ohio, the Commission’s Clayton anti-trust pro- 
‘ing initiated on account of the purchase of about 43 per 
a of the stock of the Western Maryland by the B. & O., on 
: : yestion raised by that proceeding, were considerably over- 
saiowed py the effort of the commissioners to learn the fact 
eeugest of the reported sale of the Taplin stock in the Pitts- 
o & West Virginia to the Pennroad Corporation. (See 

¢ World, November 23.) 

Thomas P. Healy, for the Commission, contended that the 

3, & O. purchase constituted a violation of the Clayton law 
squse the 43 per cent of stock held by the B. & O. constituted 
, control. He argued that the stock was not acquired as an 
gvestment but because of the control it would give the 
grchaser over the Western Maryland, President Willard hav- 
ng said that he could use the Western Maryland track as a 
third track for the B. & O. over the mountains. 
“4. BE. Beck, for the Business Protective Association of Bal- 
more, supported the government’s contention that the acquisi- 
jon would result in a substantial lessening of competition be- 
use the Western Maryland would be under the control of 
ihe B. & O., with its rails not more than a few miles from the 
nils of the Western Maryland. He was supported by R. Contee 
oo M. Walter and R. Marsden Smith, for the B. & O., 
agued that there was no such lessening of competition as would 
bring into play the Clayton antitrust law as paramount to the 
ngressional purpose, as disclosed in the consolidation parts of 
the interstate commerce act, to have the railroads of the country 
tought into a limited number of systems. Mr. Walter said 
that the obvious purpose of the transportation act was to bring 
about systems of substantially the same size so that they could 
compete with each other on terms of equality. Two systems 
in the eastern district, he said, controlled one-half of the mileage 
and that the congressional desire could not be carried out with- 
ot giving the B. & O. more mileage so that it could compete 
more successfully with the larger systems. 


‘Don’t allow yourselves to be made the tools of a narrow 
construction of this statute,” said Mr. Walter. “California or- 
anges compete with Florida oranges in the New York market. 
(an it be said, therefore, that the Atlantic Coast Line and the 
Southern Pacific are competing railroads? Under such a construc- 
tion of the statute every railroad competes with every other rail- 
rad and there can be no consolidation of the railroads into a 
limited number of systems of about the same size that will pre- 
serve competition as much as possible. If the Clayton law is to be 
construed as contended for here and now, then the later trans- 
portation act can be given no effect. You are to be the judges 
as to whether an acquisition will be in the public interest in 
the light of the policy that is to give us a limited number of 
systems that are well balanced and therefore able to compete 
with each other.” 


Chairman Lewis asked a number of questions about the 
composition of the association for which Mr. Beck and Mr. 
Rose were speaking, but obtained the name of only one of the 
three hundred members Mr. Beck said it had. Mr. Walter said 
that that one member whose name had been given was an 
LC. L. shipper and that the Western Maryland said it was not 
competing for L. C. L. business because it cost more to handle 
than it brought in. 

Chairman Lewis brought up the question of the ownership 
of the controlling stock of the Pittsburgh & West Virginia by 
asking Mr. Bronson whether, as reported, the interest of his 
client had changed since the institution of the proceeding against 
the B. & O. Mr. Bronson undertook to state the colloquy that 
had taken place, soon after the reported sale, between F. E. 
Taplin, chairman of the Pittsburgh & West Virginia, and Com- 
nissioner Woodlock in the presence of the other Taplin and 
Commissioners Meyer and Eastman in which, according to Mr. 
Bronson, Mr. Taplin said the report as published in the New 
York Times was not true. 

Commissioner Woodlock questioned whether that was what 
Mr. Taplin had said. C. F. Taplin, general counsel, said that 
there had been no change in the management of the Pittsburgh 
& West Virginia and that none was contemplated. He said he 
Was speaking as counsel for the corporation and not for any 
Private interest. 

After Mr. Bronson had made a declaration that in his esti- 
nation all the railroad holding corporations were carriers within 
the meaning of section 20a, he brought the argument to the 
question in hand, which he said was whether the competition 
cetween the B. & O. and Western Maryland would be sub- 
atta lessened by the acquisition of the stock of the latter 
y the former, and contended that it would. Mr. Healy, in his 


‘rgument, had said that the B. & O. holding which had been 
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voted at one meeting of Western Maryland stock constituted 
70 per cent of the stock that had been voted. 


CARRIERS AND SMUGGLING 


The Trafic World Washington Bureau 


Commissioner of Customs F, X. A. Eble has taken up with 
representatives of steamship and railroad lines the question of 
dealing with smuggling of merchandise through the port of 
New York. According to officials of the Bureau of Customs 
there has been an increase in the smuggling of high-priced mer- 
chandise, such as jewelry and silks, and the method employed is 
to substitute articles for the smuggled goods between the docks 
and the rail terminals in New York. Unless the situation is cor- 
rected, the government may take over the work of trucking the 
goods between the vessels and the railroads, according to bureau 
officials. The trucking of shipments of the character under 
consideration is being done by private truckmen who put up a 
bond of $500. It has been suggested that the railroads should 
take over the trucking but it is understood the railroads are 
unlikely to do that. The system of smuggling the bureau 
officials are seeking to break up is carried on in connection 
with shipments from foreign ports to inland ports of entry in 
the United States, the duty being paid at the inland ports. 
Goods on which the duty is less than the smuggled goods are 
substituted in transit, the substituted goods meeting the bill 
of lading descriptions. 


MORE TIME ON FREIGHT BILLS 


The Trafic World Washington Bureau 


The Commission, by division 2, has given Agents E. B. 
Boyd and J. E. Johanson sixth section permission to extend 
the time on freight bills on wheat and wheat products in storage 
at Minneapolis, St. Paul and Minnesota Transfer, Minn., on 
one day’s notice, for four months, the tariffs making the ex- 
tension to expire not later than August 31, 1930. 

The application, originally filed by Boyd only, asked for 
an extension that would result in a total transit period for the 
commodities in question of two years and eleven months (see 
Traffic World, November 9, p. 1162). The Boyd application was 
modified, by restrictions, and Johanson was brought into the 
matter, so that what was supposed to be desired was granted 
for the four months’ period instead of the eleven months 
named in the less restricted original Boyd application. Divi- 
sion 2 went minutely into the matter before issuing the sixth 
section permission so as to hedge the extension about and 
thereby avoid discriminations which other markets alleged 
would result from another extension of the transit period. One 
year is the usual transit period. 

Thirty-two million bushels of wheat are said to be in the 
elevators at the three points mentioned, brought in under billing 
that is expiring or will expire a few months hence. 


COMMISSION ORDERS 


No. 22650, Memphis Freight Bureau et al. vs. Missouri Pa- 
cific et al., and No. 22823, F. S. Royster Guano Co. vs. Baltimore 
& Ohio et a]. Swift & Co. permitted to intervene. 

No. 22820, Schroon River Pulp & Paper Co. vs. Delaware 
& Hudson Co. Saranac Pulp & Paper Co. permitted to inter- 
vene. 

No. 19516, Arizona Corporation Commission et al. vs. Santa 
Fe et al. The order entered in this case on July 1, 1929, as 
modified by orders of August 22, 1929, and September 30, 1929, 
and which require establishment on or before December 30, 
1929, upon not less than 30 days’ notice, of a rate of 70 cents 
per 100 pounds on petroleum products commonly termed refined 
oils, in carloads, of rates which shall not exceed 80 per cent 
of the rate prescribed on refined oils, from points in southern 
California grouped with and taking the same rates as Los 
Angeles, to destinations in Arizona on the Globe branch of the 
Southern Pacific Company, has been modified so as to require 
the establishment of the rates therein prescribed to such Globe 
branch destinations on or before November 30, 1929, upon one 
day’s notice to this Commission and to the general public. 

No. 20505, Hallsboro Manufacturing Co. et al. vs. Atlantic 
Coast Line et al. The order entered in this case on September 
4, 1929, which was by its terms made effective on November 
25, 1929, upon not less than 30 days’ notice and subsequently 
modified so as to become effective on December 25, 1929, has 
been further modified so that it will become effective on January 
24, 1930, upon not less than 30 days’ notice. 

No. 17304, International Oil Co. et al. vs. Abilene & South- 
ern et al. Shell Petroleum Corporation permitted to intervene. 

No. 22820, Schroon River Pulp and Paper Co. vs. Delaware 
& Hudson Co. et al. International Paper Co. permitted to in- 


tervene. 
No. 22818, Illinois Coal Traffic Bureau vs. Alton & Eastern 
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et al. Midland Electric Coal Co., Northern Illinois Coal Cor- 
poration, Sunlight Coal Co., Verona Coal Co. and United Electric 
Coal Co. permitted to intervene. 

No. 17304, International Oil Co. et al. vs. Abilene & South- 
ern et al. Producers & Refiners Corporation permitted to in- 
tervene. 

No. 22733, Public Service Commission of Wyoming vs. Chi- 
cago & North Western et al. White Eagle Oil and Refining 
Co. permitted to intervene. 

No. 22691 (Sub. 1), Dewey Portland Cement Co. et al. vs. 
Cedar Rapids & Iowa City et al. Consolidated Cement Corpora- 
tion permitted to intervene. 

No. 13535, et al., Consolidated Southwestern Cases. Pro- 
ceedings have been reopened for further hearing, at such times 
and places as Commission shall hereafter designate, upon the 
question whether salammoniac skimmings, in carloads, shall 
be excepted from the requirements of the findings heretofore 
made in said proceedings. 

No. 18968, Schuylkill Railway and Schulykill Transportation 
Co. vs. Reading Co. Complaint dismissed, account Schuylkill 
Railway has ceased to exist and Schuylkill Transportation Co. 
is willing to have same done. 

No. 22541, M. D. L. Cook vs. Missouri Pacific et al., and No. 
22676, G. A. Lieper and Co. et al. vs. Rock Island et al. Her- 
mitage Portland Cement Co. permitted to intervene. 

No. 22823, F. S. Royster Guano Co. vs. Baltimore & Ohio 
et al. The Davison Chemical Co.; The Central Chemical Co.; 
Oyler & Spangler Fertilizer Works, Inc.; Shippenburg Fertilizer 
Works, Inc.; Carlisle Fertilizer Works, Inc.; William Wilde Co., 
Inc.; Somerset County Fertilizer Works, Inc.; Lancaster Bone 
Fertilizer Co., and Baltimore Fertilizer Co. permitted to in- 
tervene. 

No. 20010, City of Augusta et al. vs. Atlantic Coast Line et 
al., No. 20196 (and Sub. 1 to 3, incl.), City of Quincy vs. Ala- 
bama Great Southern et al., and No. 20802, South Georgia Traffic 
Bureau, Tifton, Ga., for Turner County Board of Trade et al. vs. 
Atlanta, Birmingham and Coast et al. The Tennessee Prod- 
ucts Corporation has been permitted to intervene. 

No. 22607, Mathieson Alkali Works, Inc. vs. Ahnapee & 
Western et al. Brown Company permitted to intervene. 

No. 20455, Gordon Candy Co. et al. vs. Atlantic Coast Line 
et al. and No. 20793, J. F. Garvey Co. vs. Atlanta, Birmingham & 
Atlantic et al. The order entered on October 3, 1929, has been 
modified so that it will become effective on December 24, 1929, 
upon not less than 10 days’ notice instead of 30 days’ notice. 

No. 16356, Krupp Foundry Co. vs. Southern et al., No. 16176, 
Somerville Iron Works vs. Same and No. 18431, Florence Pipe 
& Foundry Co. vs. New Haven et al. The order entered on 
July 11, 1929, has been modified so that it will become effective 
upon January 20, 1930, upon not less than 30 days’ notice in- 
stead of December 20, 1929. 


PETITIONS FOR REHEARING, ETC. 


I. & S. 3130, Consolidated Southwestern Cases. B. F. Avery 
& Sons of Louisville, Ky., ask for vacation of Commission’s 
order in this proceeding to the extent that the rates that are 
applicable to agricultural implements as described in Item 215, 
page 308, Southwestern Lines’ Tariff 151, Agent Johanson’s I. 
C. C. 2008, between Louisville, Ky., and Marion, O., on the one 
hand, and points in Oklahoma on the other, where lower, than 
the rates applicable on agricultural implements from Louisville, 
Ky., and Marion, O., on the one hand, and stations in Missouri 
and Kansas now appearing in Agent Johanson’s I. C. C. 2008 
on the other, shall be observed as a maxima to Missouri and 
Kansas points of destination above referred to when inter- 
mediate and not intermediate to said Oklahoma points. 

No. 20588, Inyo Chemical Co. vs. Denver & Rio Grande 
Western et al., and No. 20688 (and Sub. 1), Scott vs. Denver & 
Rio Grande Western et al. Defendants ask for modification of 
opinion and order upon reconsideration of record as made. 

No. 20967, Procter and Gamble Co. et al. vs. Alabama Great 
Southern et al. Southwestern lines, defendants herein, ask for 
reconsideration, vacation of order issued and dismissal of pro- 
ceeding, upon the record as made. 

I. & S. 32438, and related cases, coal to Southeastern Carolina 
Territories. Tennessee Products Corporation asks for leave to 
intervene in these cases embraced in the proposed report in 
I. & S. 3243 for the purpose of submitting exceptions to the 
report proposed by Arthur Kettler. 

No. 21441, Babcock, Boomer & Babcock Co. vs. Northern 
Pacific. Complainant asks for reopening and reconsideration 
and for reargument. 

No. 20426 (and Sub. 1), Salina Chamber of Commerce vs. 
Arkansas Western et al. Seneca Coal & Coke Co., Tulsa County 


Coal Co. and Leavell Coal Co. ask for rehearing, reconsideration 
and/or argument in matter of differentials from Tulsa, Okla., 
District. 

No. 21673, San Pedro Chamber of Commerce et al. vs. Santa 
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Fe et al. Defendants ask for further hearing anq Consolidat; 
with 17000, part 12, rate structure investigation, non-f ation 
metals, of issues respecting rates on non-ferrous metals — 

No. 18187, *transportation of strawberries by expres , 
carload lots, from Florida, Georgia, North Carolina, South C : 
lina, Alabama and Virginia to points in official Classific _ 
territory; also dewberries from North Carolina and South — 
lina to same destinations. Nashville, Chattanooga & gt “soto 
ask to be relieved as an originating line from the order jp ~ 
case dated June 21, 1929. 7 

No. 17358 (and Subs. 1 to 3, inclusive), Higginbotham, 
lett Co., Inc., et al. vs. Abilene & Southern et al, and a 
grouped therewith. Defendants ask for rehearing and - 
gument. * 

No. 20578, Globe Superior Corporation vs. Southern. Com 
plainant asks for reopening and reconsideration or a rehearing 
and additional and further order or orders. : 

No. 21512, Milwaukee Electric Crane & Manufacturing (po. 
poration vs. Atlantic Coast Line et al. Defendants ask for ro. 
consideration of this case upon record as made. 

No. 20455, Gordon Candy Co. et al. vs. Atlantic Coast Line 
et al. and No. 20793, J. F. Garvey Co. vs. Atlanta, Birmingham ¢ 
Atlantic et al. Western trunk line defendants ask for reopen- 
ing, rehearing and/or reconsideration and postponement 9; 
effective date of orders herein. 

No. 21526, James B. Clow & Sons vs. Lehigh Valley et a] 
Chesapeake & Ohio asks for modification of order of Commission 
entered October 8, 1929, in this case. 

No. 14020, J. D. Hollingshead Co. vs. Aberdeen & Rockfish 
et al. Defendants (carriers in New England Territory) ask for 
modification of order entered herein on March 7, 1924, and sup. 
sequently modifield, so as to permit cancelation of rates on 
slack barrel shooks with metal hoops therefor. 

No. 21386, Columbus Brick Co. vs. Columbus & Greenville 
et al. Complainant asks for rehearing before the entire Com. 
mission. 

No. 22493, Houston Belt & Terminal vs. Texas & New 
Orleans. Complainant asks for reopening for further hearing. 

No. 17000, part 6, rate structure investigation, iron and stee| 
articles. Respondents ask for leave to file brief and be heard 
upon oral argument in opposition to establishment of alternative 
rates on iron and steel articles based upon a carload minimum 
of 80,000 pounds. 

No. 17000, part 7, rate structure investigation, grain and 
grain products within western district and for export. Board of 
Trade of Kansas City, Mo., asks for permission to supplement 
and modify its contentions therein. 

No. 20696, Bakelite Corp. vs. Boston & Albany et al. Com- 
plainant asks for reconsideration and/or reargument. 

No. 19656, James O’Meara et al. vs. Baltimore & Ohio et al. 
Bedford Stone Club, intervener, asks for rehearing and rearg- 
ment therein, and that the Commission extend the effective date 
of the order of October 16, 1929. 

No. 21540 (and Sub. 1), Lexington Board of Commerce vs. 
Chesapeake & Ohio. Lexington Board of Commerce and Louis 
des Cognets & Co., complainants herein, ask for reopening of 
these proceedings for reconsideration, rehearing and/or modifica- 
tion of report and order. 

No. 19656, James O’Meara et al. vs. Baltimore & Ohio et al. 
Defendants herein ask for rehearing and reargument, and for a 
change in the date when the order of the Commission in this 
case shall take effect. 

No. 22405, Omaha Live Stock Exchange et al. vs. Chicago 
& North Western et al. Complainants ask for consolidation of 
this record herein with that in Docket 22458, Farmers Union 
Live Stock Commission vs. Burlington et al.; that the two pro- 
ceedings be decided together upon joint record and that date 
for filing briefs be extended to December 15, 1929. 

No. 21260, F. M. Hawley, et al. on behalf of Chais Ellias 
Feed Co., et al. vs. Santa Fe et al. Complainants ask that Com- 
mission grant a rehearing and/or reconsideration therein. 

No. 12255, Southern Acid & Sulphur Co. vs. Arizona & NeW 
Mexico et al. Defendants ask for amendment of order to permll 
cancelation of rates from Sulphur Mine, La., on sulphur. 


PERSONAL INJURY CASES 

In an opinion by Mr. Justice Sutherland in No. 21, Ches* 
peake & Ohio Railway Co., petitioner, vs. Nick Mihas, the 
Supreme Court of the United States reversed Illinois courts 02 
the ground that the evidence failed to show negligence on the 
part of the railroad in an accident that resulted in injury t0 
Mihas. The Superior Court of Cook County, IIL, said he, 
should have granted a motion for a directed verdict in favor 
of the company. 

A petition for a writ of certiorari to the Supreme Court 
of New York, ninth district, was denied in No. 447, New York, 
New Haven & Hartford vs. B. F. Hendricks, a personal injury 
case. 
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U.S. Supreme Court Decisions 


OO 


wooOD PULP INTERSTATE 


In an opinion by Mr. Justice Brandeis, the Supreme Court 

of the United States, November 25, reversed the federal court 
or the district of New Jersey in No. 30, United States et al., 
pellants, VS. Erie Railroad Co. et al., and thus upheld the 
commission’s finding as to rates on wood pulp in Hamersley 
ig. Co. VS. Erie, 126 I. C. C. 491; 148 I. C. C. 47. 
In the case in issue the Commission issued an order requir- 
ag the establishment of an all-rail rate of 10 cents per 100 
rounds on wool pulp imported through the port of Hoboken, 
\, J, and shipped from there to Garfield, N. J. The carriers 
wed to enjoin enforcement of the order and to set it aside. 
The district court granted the relief. 

“The sole ground for the carriers’ attack on the order, and 
iso the sole ground for the decree below, is that the shipments 
ye wholly intrastate and therefore the Commission lacked 
jwisdiction over the rates,” said Justice Brandeis, and added: 





The Commission found the following facts concerning the course 
{the business involved: The Hamersley Company makes to a New 
York broker, who is a commission agent for specified foreign mills, 
ts offer to buy a certain quantity and grade of pulp manufactured 
abroad. The broker cables the offer to one of the foreign mills which 
he represents, naming the prospective purchaser. If the offer is 
accepted the broker so informs the company and then makes a con- 
tract with it in his own name, sending a copy to the mill. The 
contract provides for shipment from abroad during a specified period 
and delivery, at the agreed price, on dock New York harbor. The 
mil is not named in the contract. It ships to the broker the ordered 
quantities marked with a brand, but not so as to show the individual 
customer, and cables the broker when the shipment is made, naming 
the steamer, the quantity, the customers and the date of expected 
arival. This information is communicated by the broker to the 
ompany. It appears from the record that the broker pays the mill 
ag soon as he is thus advised of the shipment, and that the ship’s 
vill of lading is sent to him. 

The pulp destined for the company may be part of a larger ship- 
ment. But the number of bales allotted to it are always delivered 
at Garfield; none may be diverted to any other customer, and no 
pulp is shipped to the broker for sale to purchasers to be obtained 
while the pulp is in transit or after its arrival. Upon arrival of 
the pulp in Hoboken the broker gives to a terminal company the 
dock orders, specifying delivery of the required number of bales, and 
makes out the bills of lading for shipment from there to Garfield. 


The Commssion, said the justice, found “that from the time 
the pulp is placed on board steamers at foreign ports there is 
a continuing intent on the part of the shipper that it shall be 
transported to Garfield.” 

The carriers contended that title to the pulp did not pass 
to the company until the broker arranged, at the Hoboken dock, 
for shipment of the specific lot to Garfield; that the shipment 
by the mill to its agent, as consignee, of pulp in quantity ex- 
ceding that ultimately destined to Garfield, terminated when 
the pulp was delivered on the dock at Hoboken; that this foreign 
shipment was distinct from the subsequent shipment by the 
broker to Garfield of the smaller quantity, under a new and 
local bill of lading, and that therefore the rail movement from 
Hoboken to Garfield was an independent intrastate transaction. 

Justice Brandeis said the nature of the shipment was not 

dependent on the question when or to whom the title passed, 
‘iting Pennsylvania R. R. Co. vs. Clark Coal Co., 238 U. S. 456, 
‘6-6. He said it was determined by the essential character 
of the commerce, Baltimore & Ohio S. W. R. R. Co. vs. Settle, 
+60 U. S. 166, 170. He said it was not affected by the fact that 
the transaction was initiated or completed under a local bill of 
lading that was wholly intrastate, or by the fact that there 
might be a detention before or after the shipment on the local 
bill of lading. 
Justice Brandeis said the findings of the Commission that 
the broker acted only as agent and that from the time that the 
oe was put aboard the steamer there was a continuing intent 
that it should be transported to Garfield ought to have been 
en by the district court as conclusive, since there was 
ple evidence to sustain it. The rail transportation, said he, 
Was in fact a part of foreign commerce. 


MOTOR VEHICLE DECISIONS 


imprrttifications of motor vehicle carriers in California and 

da oe of a tax of 5 per cent on the gross receipts, in lieu 

the — taxes, of common carriers engaged in transporting 

me ~n Y motor vehicle for hire between fixed termini and over 

é=te. in California were upheld by the Supreme Court 

i 2 nited States, November 25, in No. 13, Bekins Van Lines, 
» &t al. vs. Ray L. Riley, state controller. 








Bee Boe Gor Oer GoGo Oo O Oe 


Mr. Justice McReynolds, who delivered the opinion of the 
court, said the appellants were common carriers coming within 
the classification indicated above and that they alleged other 
freight carriers by motor vehicle, common and private, were 
subjected to a less burdensome tax. 

The highest court upheld the right of the state to classify 
carriers. It said there were sufficient reasons for placing com- 
mon carriers, operating as appellants did, in a special class, as 
had been pointed out in a number of motor vehicle court decisions. 
Their use of the highways, continued Justice McReynolds, would 
be regular and frequent and therefore unusually destructive 
thereto. Such operations, said he, also would expose the public 
to dangers exceeding those consequent upon the occasional 
movements of other carriers. The federal court for the north- 
ern district of California was affirmed. 

In No. 12, George B. Williams et al., appellants, vs. Ray L. 
Riley, state controller of California, the court, in an opinion 
by Justice McReynolds, affirmed the federal court for the north- 
ern district of California for dismissing a bill brought by 
Williams and other motor vehicle users of the highways in 
California to have declared invalid a tax on gasoline. 

Justice McReynolds said Congress provided for federal aid 
to the states in road building and directed that “all highways 
constructed or reconstructed under the provisions of this act 
shall be free from tolls of all kinds,” and that California as- 
sented to that and received large sums of federal money for 
highways. 

The California legislature passed laws licensing distributors 
of motor vehicle fuel and imposing a tax of 3 cents a gallon, 
less an allowance of 1 per cent, on such fuel sold. Williams 
and the other appellants alleged that this resulted in tolls being 
exacted for use of the federal-aid highways and that there was 
conflict with the fourteenth amendment, the federal acts and 
the constitution of California. 

Justice McReynolds said appellants might not undertake 
to test the validity of the questioned acts by a proceeding of 
this character. He said the federal courts had no power per se 
to review and annul acts of state legislatures on the ground 
that they conflicted with federal or state constitutions. He said 
that question might be considered only when the justification 
for some direct injury, suffered or threatened, presenting a 
justiciable issue, was made to rest upon such act. 

In No. 24, Mae Silver vs. Benjamin Silver, in an opinion 
by Mr. Justice Stone, the highest court upheld an act of the 
legislature of Connecticut providing that no person carried 
gratuitously as a guest in an automobile might recover from 
the owner or operator for injuries caused by its negligent oper- 
ation. Appellant sued her husband for injuries so sustained. 
Judgment for defendant resulted. The highest court affirmed 
the Supreme Court of Connecticut. Justice Stone held in effect 
that the state was justified in striking at the evil that had 
grown up with respect to persons riding free in automobiles 
and then suing the owners for damages for injuries received 
while riding. 


LOS ANGELES STATION CASE 


The contention of the Commission that it does not have the 
power under the transportation act to order railroads to con- 
struct union stations in lieu of existing station facilities when 
the railroads do not ask for authority to build such stations has 
been upheld by the Supreme Court of the United States in No. 
54, Interstate Commerce Commission vs. United States ex rel. 
City of Los Angeles. The Court of Appeals of the District of 
Columbia, which found that the Commission did have juris- 
diction, has been reversed. Chief Justice Taft delivered the 
opinion of the court. 

The city of Los Angeles wished the Commission to issue 
an order requiring the construction of a union station in Los 
Angeles, but the Commission held it was without authority to 
require construction of the station and the present litigation 
ensued. 

Chief Justice Taft said the sole question for decision was 
whether the Commission had jurisdiction to order the construc- 
tion of the station. After reviewing the applicable provisions 
of the interstate commerce act (paragraphs 18 to 22 of sections 
1 and 3 and 4 of section 3) and referring to the Commission’s 
decision (100 I. C. C. 421; 142 I. C. C. 489), the Chief Justice 
said: 


Without more specific and express legislative direction than is 
found in the act, we can not reasonably ascribe to Congress a 
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purpose to compel the interstate carriers here to build a union 
passenger station in a city of the size and extent and the great 
business requirements of Los Angeles. The Commission was created 
by Congress. If it was to be clothed with the power to require 
railroads to abandon their existing stations and terminal tracks 
in a city and to combine for the purpose of establishing in lieu 
thereof a new union station, at a new site, that power we should 
expect to find in congressional legislation. Such authority, if con- 
ferred in Los Angeles, would have application to all interstate 
railroad junctions, including the numerous large cities of the coun- 
try, with their residential, commercial, shopping, and municipal 
centers now fixed and established with relation to existing ter- 
minals. It would become a statute of the widest effect and would 
enter into the welfare of every part of the country. Various in- 
terests would be vitally affected by the substitution of a union 
station for the present terminals. <A _ selection of its site from the 
standpoint of a city might greatly affect property values and like- 
wise local transportation systems. The exercise of such power 
would compel the carriers to abandon existing terminals, to ac- 
quire new land and rights of way and enter upon new construc- 
tion, to abandon large tracts and to sell territory of the same extent 
as no longer necessary for the use of the carriers. 

There would have to be tribunals to apportion the expenditures 
and cost as between the carriers. A proper statute would seem to 
require detailed directions, and we should expect the intention to 
be manifested in plain terms, and not to have been left to be im- 
plied from varied regulatory provisions of uncertain scope. It 
would be a monumental work and one requiring the most extensive 
exercise of expert engineering and railroad construction. It would 
make possible great changes of much importance in the plans of 
every city and in the re-arrangement and mutations of railroad 
property and public and private business structures everywhere. 
os find no statutory preparation for the organization of such ma- 
chinery. 

We can not agree with the Court of Appeals of the District in 
its disposition to view section 3, paragraph 3, as vesting the Inter- 
state Commerce Commission ‘‘with almost unlimited power in the 
matter of establishing terminals and union stations for the proper 
interchange of traffic between the coverging interstate railroad 
lines.’”’ The words “reasonable, proper and equal facilities’’ are 
of course comprehensive enough to include not only trackage but 
terminal facilities described as extending a reasonable distance 
outside of the terminal, but hardly to give the Commission ‘un- 
limited power’ in the building of union stations. 

To attribute to Congress an intention to authorize the compul- 
sory establishment of union passenger stations the country over, 
without special mention of them as such, would be most extraor- 
dinary. The general ousting from their usual terminal facilities of 
the great interstate carriers would work a change of title and of 
ownership in property of a kind that would be most disturbing 
to the business interests of every state in the country. 

To recognize what is here sought as within the power of the 
Commission to order to be done in each of all the great cities 
throughout the United States and to sustain it as legal, without 
provision for effective restraint by the carriers, or other interests, 
would expose the community to possible abuse, with nothing but 
self-imposed restraint on bureaucratic extravagance. 

When the interest of a great city in its improvements is to be 
promoted entirely at the expense of railroads that enter it, Con- 
gress would be expected to hesitate before it would change discre- 
tionary leave for the erection of such stations into positive com- 
mand. In such a case the expenditure of a large amount of capi- 
tal will not bring with it corresponding increase in the railroad 
revenues. If Congress had intended to give an executive tribunal 
unfettered capacity for requisitioning investment of capital of the 
carriers and the purchase of large quantities of land and material 
in an adverse proceeding, we may well be confident that Congress 
would have made its meaning far clearer and more direct than 
in the present meager provisions of the transportation act. The 
suggestion of complainants is that out of provisions for local union 
of main tracks and switching tracks we should use our imagina- 
tions and develop them into provisions for giant union passenger 
stations. It is true that the railway systems may be united through 
switches and connecting tracks in physical connection, but this 
has not been held to justify great monumental structures, extended 
in their complicated machinery and superficial extent and expense. 
There is a difference of real substance between such connecting 
tracks and switches and junctions and a passenger metropolitan 
union station. The latter calls into being a new entity naturally 
requiring new legistaltive authority. This court, referring to a 
kindred matter, said of this case: : 

“But there is great difference between the relocation of tracks 
of a local union station and what is proposed here. The findings 
are more than that of mere degree. They and their consequences 
are so marked as to constitute a change in kind.” 264 U. S. 331, 


346. 

But it is said that we have already foreclosed the conclusion in 
this case by our opinion in 264 U. S. 331. The only issue there 
presented to this court, was whether it was necessary to secure 
from the Interstate Commerce Commission its approval of the 
construction of a union station and the relocation of the connect- 
ing tracks proposed. The point in that_case was the necessity 
for the acquiescence by the Interstate Commerce Commission in 
respect to a union passenger station. We held such a certificate 
to be necessary before a union station or connecting lines of inter- 
state carriers could be lawful. That is all we held. , 

It is quite true that we made references in the opinion to a case 
foreshadowed in the hypothetical certificates of the Commission 
in the building of a union station. Such references, had, however, 
not the slightest significance in respect to who could or should 
build the station, or whence its cost should be defrayed. It was as 
far as possible from the purpose of the court in its opinion to indi- 
eate its views of the powers which the Commission could exercise 
adversely to the carriers in compulsory proceedings. They were 
not before the court for adjudication. 

In what situations, if any, action of the Interstate Commerce 
Commission may be controlled or corrected by mandamus need not 
now be considered, because it is apparent that there is here no 
meritorious basis for exerting such power, even if found to exist. 

The — of the Court of Appeals of the District of Columbia 
is reversed. 





REPARATION MANDAMUS CASE 
The Court of Appeals of the District of Columbia has denied 
the motion of the applicants for a writ of mandamus in the 
Capital Grain and Ralston-Purina cases for rehearing in those 
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reparation cases. Thereby it has laid a foundation upo j 

the applicants may base a petition to the Supreme Poe Which 
United States for a writ of certiorari enabling the — the 
tribunal to review the work of the appellate court whi Bhest 
versed the decision of the Supreme Court of the Pete ~ 
Columbia. (See Traffic World, November 16, p. 1231.) re of 
E. Cotterill, the attorney for the grain and the Ralston-Pea 
companies, has advised them to make an effort to hay rs 
Supreme Court review the matter. Ve the 

In the event the Supreme Court refuses to review the 

or reviews it and decides against the shippers some ste = ye 
be taken to have Congress clarify the law by making - = 
when, if at all, the Commission is to make reparation, eye. 
the condemnation of rates as being unreasonable is made in g : 
nection with a general revision of rates both upward anq aa 
ward. The Commission, several times, has asked Cuan, 
to relieve it of the duty of awarding reparation, leaving the 
question wholly for the courts. Awards of reparation are py; : 
facie evidence before the court. Those who sue to sanoeee 
money therefore are relieved of the burden of proving a 
damage. The carrier is burdened with showing that there a 
been no damage notwithstanding the award by the Commission 


W. T. L. AND S. W. L. DIVISIONS 


The three-judge court convened in the western district of 
the western division of Missouri, a: Kansas City, Mo., composed 
of Circuit Judge Gardner and District Judges Reeves and Otis, in 
equity No. 1363, Beaumont, Sour Lake and Western et al. 7: 
United States, Interstate Commerce Commission et al., hag yp. 
held the order of the Commission in No. 15234, In the Matter tt 
Divisions of Freight Rates in Western and Mountain-Pacific Tey. 
ritories, in which it increased the divisions of the western trunk 
line carriers at the expense of the southwestern lines. The latter 
challenged the order dated June 10, 1929, upon many grounds 
chiefly, however, upon the grounds that the decision was arti. 
trary in that it was not supported by evidence, that it confiscated 
the property of the petitioners and that such testimony, as there 
was, was upon the group basis when not all the carriers ip 
either group were parties to the case and that there was no 
testimony as to particular carriers. 

In the opinion written by Judge Gardner, the court held 
with the Commission on every point it brought up. The court 
said that it had considered all the other objections urged to the 
Commission’s order, but that a discussion thereof would w.- 
duly extend the opinion. The opinion consisted of between 
9,000 and 10,000 words. Some evidence was taken by the cour! 
when offered on behalf of the petitioners, subject to the objec- 
tions of the respondents, United States and Interstate Commerce 
Commission. The petitioners urged some of their views so 
strongly upon the court that the judges thought it incumbent to 
examine the scope of the court’s jurisdiction before discussing 
the merits of the controversy. After quoting from Skinner é 
Eddy Corp. vs. United States, 249 U. S. 557; New England Divi- 
sions Case, 261 U. S. 184; Western Chemical Co. vs. United 
States, 271 U. S. 268; Assigned Car Cases, 274 U. S. 564; United 
States vs. New River Co., 265 U. S. 533, and Kansas City South- 
ern vs. United States, 231 U. S. 423, the court said that from 
them it could be seen that the scope of its inquiry was limited. 

“The court must approve or disapprove of the order of the 
Commission,” says Judge Gardner’s opinion, “and is without 
power to modify it, and it is likewise without power to review 
the Commission’s findings of fact further than to determine 
whether there is substantial evidence to sustain the order. 
Unless, therefore, there were material errors of law or want of 
substantial evidence to support the order, the petition in this 
case should be denied.” 

One of the points urged by the southwestern lines was that 
the Commission performed a quasi-judicial function and that 
therefore its action was subject to judicial review as to errors 
of law, including the charge of insufficiency of the evidence of 
findings of fact. The respondents, the judge said, did not take 
serious issue with that contention, but insisted that the Com 
mission in performing that function met every requisite of the 
cases cited. 

“But notwithstanding the fact that the function performed 
was quasi-judicial,” says the opinion, “it is not for this court 
weigh the evidence, nor to inquire into the wisdom or soundness 
of the conclusions reached by the Commission.” 





SOUTHERN PACIFIC PROGRAM. 


Paul Shoup, president of the Southern Pacific, announces 
that the Pacific lines of his company contemplate new invest 
ment expenditures of more than $50,000,000 in the coming yea’ 
and that within the next ten days the company will place 4 
$5,000,000 order of 120,789 tons of steel rail for 1930 delivery. 

The entire proposed budget will be for new equipmell 
extensions and betterments on the company’s Pacific lines 40 
an — the Northwestern Pacific and the Pacific 

ectric. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


from Reporters and Digests of National Reporter System, 


(Digests taken Copyright, 


ished by West Publishing Co., St. Paul, Minn. 
published DY W929, by West Publishing Co.) 


ee 


REGULATION OF COMMON CARRIERS 


(Court of Errors and Appeals of New Jersey.) Where con- 
signee as Owner exercised dominion over interstate shipment of 

pes by delivering bill of lading to purchaser with implied 
juthority to get grapes, though carrier knowing of sale on pres- 
entation of bill of lading delivered grapes ‘without requiring 
payment of freight charges, consignee was liable for freight 
jcording to tariffs on file governing shipment, in view of Inter- 
sate Commerce Act as amended, Sec. 6, subd. 7 (49 U. S. C. A. 
gec, 6), providing that no carrier shall refund or remit in any 
manner or by any device any portion of rates, fares, and charges 
as specified in tariff filed and in effect at time, since, if by mere 
failure to collect carrier could release one liable for charges, 
it would circumvent every purpose of legislation. (New York 
Cent. R. Co. vs. Stanziale, 147 Atl. Rep. 457). 

Where consignee as owner exercised dominion over inter- 
state shipment of grapes by delivering bill of lading to purchaser 
with implied authority to secure delivery thereof, rendering con- 
signee liable for freight charges, neither consignee nor carrier 
could thereafter waive or release freight charges except by 
payment, in view of Interstate Commerce Act as amended, Sec. 
s, subd. 7 (49 U. S. C. A. Sec. 6), providing that no carrier 
shall refund or remit in any manner or by any device any por- 
tion of rates, fares, or charges as specified in tariff filed and in 
effect at time.—Ibid. 





(Supreme Court of Wisconsin.) Under Laws 1915, c. 608, 
now St. 1927, Sec. 195.19, subsec. (3), jurisdiction of Railroad 
Commission to apportion cost of restoration of industrial track 
is incidental to and dependent on, power to require restoration 
of track, and, where railroad, without awaiting commission’s 
action on petition for restoration, voluntarily proceeded to re- 
store track, the Railroad Commission could not order apportion- 
ment of cost and refuse petitioner’s request to withdraw peti- 
tin. (Wisconsin Gas & Electric Co. vs. Railroad Commission 
of Wisconsin, 227 N. W. Rep. 8.) 





(Supreme Court of Oregon.) When language of statute is 
plain and unambiguous, its meaning clear and unmistakable, 
and the literal interpretation of the words leads to no unjust 
or absurd consequence, court is not permitted to search for its 
meaning beyond the statute itself. (Public Service Commission 
vs, Pacific Stages, Inc., 281 Pac. 125.) 

Under Laws 1925, p. 765, Sec. 15 (b), subds. 1 and 2, and 
Laws 1921, p. 707, Sec. 25, imposing fee on motorbusses based on 
passenger miles and computed on rated passenger capacity, the 
word “passenger” means travelers transported for hire, and 
space Occupied by the driver is not to be included in computing 
fee; the term “passenger mile” being defined as unit of mea- 
slrement of passenger transportation during given period, total 
of which consists of sum of miles traveled by all passengers 
on road in period in question (citing Words and Phrases, Third 
Series, p. 865) .—Ibid. 





_. (Supreme Court of Mississippi, Division A.) Courts will en- 
join enforcement of an order of the Railroad Commission fixing 
tates, if rates are unreasonable in their operation against car- 
ner and confiscatory, or result in such discrimination as would 
deny to carrier equal protection of laws. (Mississippi Railroad 
= et al. vs. Mobile & O. R. Co. et al., 123 So. Rep. 


Under Const. 1890, Sec. 186, requiring legislature to pass 
laws Preventing unjust discrimination in freight rates, and 
Hemingway’s Code 1927, Sec. 9210, Code 1906, Sec. 4842, mak- 
ng it duty of Railroad Commission to prohibit improper dis- 
‘mination in transportation charges. Railroad Commission 
cannot pass an order effect of which is to produce plain dis- 
‘rmination in rates.—Ibid. 

See — Const. 1890, Sec. 186, and Hemingway’s Code 1927, 
voy 10, Code 1906, Sec. 4842, Railroad Commission could not, 
i order, in absence of special circumstances, require rail- 
Neue ¢ continue to apply a rate between certain points much 
‘then han that declared to be just and reasonable and pre- 
other hd commission for similar hauls of same material in 
could _— and on other railroads, and enforcement of rate 
€ enjoined.—Ibid. 
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Railroad Commission’s order which affirmatively found that 
special discriminatory rate between certain points which rail- 
roads published inadvertently was, and had been since its pub- 
lication, legally in effect between such points and intermediate 
points, and that rate was properly applicable between inter- 
mediate points, and which denied carriers right to cancel 
rate, was not a negative order which courts will refuse to en- 
join, since railroad companies, being common carriers, were 
bound to transport freight offered to them, and effect of order 
was — carriers to continue to apply discriminatory 
rate.—Ibid. 





hi . D ¢ ¢@ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





(City Court of New York, Trial Term.) Under bills of lad- 
ing excepting carrier from liability for several causes, it was 
necessary for consignee, who was also assignee of shippers’ 
claims, to establish affirmatively that damage to shipments was 
caused by steamship company’s negligence. (O. M. Earle Co., 
Inc., vs. Munson S. S. Lines, 236 N. Y. Sup. 580.) 

Where representative of consignee of tomatoes had knowl- 
edge of delay in ship’s schedule and had received word from 
steamship company’s office that steamer was due to arrive 
towards end of week, and bill of lading gave steamer right to 
commence discharge of cargo immediately on arrival at port 
and required consignee to take goods from ship’s tackle, where 
ship’s responsibility should cease, held that consignee was not 
entitled to express notice of arrival of steamer, but was under 
obligation of watching for steamer’s arrival.—Ibid. 

Under bill of lading providing that steamship company 
should not be liable as carrier or bailee for damage arising, 
among other things, from effects of climate, such as frost, and 
giving her right to commence discharging cargo immediately on 
arrival at port, and requiring consignee to take goods from 
ship’s tackle, where ship’s responsibility should cease, steam- 
ship company in exercising right of taking tomatoes from ship, 
which arrived in port on Sunday, and storing them in lighters 
at a time when temperature was considerably below freezing, 
was required to see that no damage happened to tomatoes from 
its own action.—Ibid. 

In action against steamship company by consignee of toma- 
toes, who was also assignee of shippers’ claims, for damage to 
tomatoes by freezing, evidence held not to sustain finding of 
defendant’s negligence in unloading tomatoes from vessel, which 
arrived on Sunday, and storing them in lighters, as authorized 
by bills of lading.—Ibid. 


PIEDMONT & NORTHERN STATUS 


The National Association of Railroad and Utilities Commis- 
sioners in a brief filed in the Supreme Court of the United 
States in No. 164, Piedmont & Northern Railway Co. et al. vs. 
United States et al., in which the Commission held that the 
carrier was not an electric line exempted from the jurisdiction 
of the Commission with respect to construction of lines, says 
that if the order of the Commission is sustained, the status of 
every important electric railroad engaged in interstate com- 
merce will become at once uncertain. The state commissioners 
take the position that the classification of the Piedmont & 
Northern was made to depend not upon whether it fell within 
the class of roads commonly called “interurban electric rail- 
ways” but upon the extent of its freight business as compared 
with other business, and upon the proportion of that business 
interchanged with steam lines, and that these were criteria not 
prescribed by Congress. 


N. P. DID NOT BURN WAREHOUSE 


The Northern Pacific was absolved from responsibility for 
a fire that destroyed a warehouse at Badger, Wash., May 2, 
1926, in an opinion of the Supreme Corut of the United States, 
November 25, in No. 23, General Insurance Company of Amer- 
ica, petitioner, vs. Northern Pacific. 

Chief Justice Taft, who delivered the opinion, said the 
General Insurance Company had issued to Peter Agor two 
policies for $12,000 each, insuring him against loss or damage 
by fire to wool and sacks in the warehouse. The warehouse 
and contents were destroyed by fire. After paying Agor 
$20,481.90 under the policies, the insurance company sued the 
Northern Pacific to recover the amount paid, with interest, on 
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the ground that the loss was due to negligence of the Northern 
Pacific in operating its railroad. The warehouse was situated 
about 40 or 50 feet from the main tracks of the railroad. It 
was claimed sparks from the engine set fire to the warehouse. 

“The facts of the case before us do not show anything more 
than the passing of the train and the existence of fire fifteen 
or twenty minutes afterwards,” said Chief Justice Taft. “No 
connection is shown between the fire and the passing of the 
train except that of sequence.” 

The court said the trial judge was right in granting a non- 
suit and the Circuit Court of Appeals, ninth district, in 
affirming it. 


A. B. & C. ACCOUNTING CASE 


The Atlanta, Birmingham & Coast has filed a supplementary 
petition in the federal court at Atlanta, Ga., in equity No. 497, 
Atlanta, Birmingham & Coast vs. United States and Interstate 
Commerce Commission, asking the court to enjoin the enforce- 
ment of the Commission’s decision in Finance Nos. 5454 and 
5470, A. B. & C. accounting, requiring the carrier to carry a 
figure of $9,261,043.87 as representing its investment in road 
and equipment, that being the cost, in cash, when the old 
Atlanta, Birmingham & Atlantic was taken over by the new 
corporation. 

When the books of the new corporation were made up the 
Commission’s accounting officers objected to the investment 
figure therein set down and, by letter, directed the corporation 
to set up the item before mentioned. The carrier went to the 
court for and obtained an injunction because the Commission, 
by letter, had refused it a hearing on the subject. Thereupon 
the Commission granted a hearing and made a report in sub- 
stance the same as the accounting office letter, allowing the 
carrier a specified time in which to set up its account in accord- 
ance with the view of the Commission’s accounting officers. No 
order was issued. 

The carrier, in filing the supplemental petition, alleged that 
the Commission, by making that report and allowing time for 
compliance, was ignoring the court’s order of October 26, 1928, 
enjoining the enforcement of the informal decision that the 
item should be as hereinbefore set forth. 


NOTICE OF UNCLAIMED FREIGHT 


Hearing in I. & S. 3344, notice to consignors or owners of 
carload freight refused or unclaimed at destination, was held at 
Chicago before Examiner Bardwell November 25, 26 and 27. 
Examiner Johnston and Mr. Rice, of the Commission’s bureau 
of service, sat with the examiner. The case involves changes 
proposed by the carriers in section E of Demurrage Rule 4, as 
published in Agent Jones’ tariff 4-J, I. C. C. 2192. The existing 
rules with respect to the notification of consignors of failure 
to deliver have been unsatisfactory to the carriers for some time 
and have been the subject of conferences between shipper rep- 
resentatives and the railroads for about 3 years. 

Under the present tariff rules the carriers are required to 
notify the consignor by wire of failure to deliver an “unclaimed” 
shipment after 5 days, on non-perishable goods, and 3 days 
on perishables. The suspended tariff provision proposes to 
substitute for the blanket provision a stipulation that notification 
shall be given only in the event the consignee or person to be 
notified when the shipment has arrived at destination is un- 
known or cannot be located. 

It was pointed out at the hearing that, on occasion, receiv- 
ers of freight refuse delivery on arrival, for one reason or an- 
other, with the intention of ultimately accepting it. It was the 
position of the carrier representatives that the great majority of 
the shipments held up, for some reason other than that the 
consignee was not known, were finally delivered. If permission 
for the proposed change were granted, they said, the situation 
would not be changed as to such shipments as were consigned 
to a receiver who could not be located. They held that there 
was properly no legal responsibility on the carrier to give 
notification and that the question involved was essentially an 
operating matter. They proposed to cover the situation by oper- 
ating rules that would give the agent the right to use his dis- 
cretion. In that way the expense attached to unnecessary use 
of the telegraph would be avoided. In addition, the present 
situation was said to be unsatisfactory to receivers in that they 
objected to having the consignor informed if, for one reason 
or another, they failed to accept a shipment when it was ten- 
dered. Objections to the proposed change were inspired by a 
desire to force the carrier into the position of a business inter- 
mediary so that consignors might receive their money more 
promptly, counsel for the carriers insisted. 

National Industrial Traffic League representatives took the 
position that it would be all right to take the compulsory pro- 
vision out of the tariffs and place it in operating circulars, as 
the carriers desired, if notification of non-delivery could be en- 
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forced. But they insisted it could not be, unless it remain 

the tariff, and that the way would be opened for discriminay - 
Their case was based primarily on two points—that the ah tin 
rule is essential to prompt release of equipment ang that a 
consignor should not be required to pay demurrage ip the Pe 
delivery was not made without having had an opportunity ee 
something to avoid its accrual. In the event a shipment A 
held up, it was to the interest of the consignor to receive pro as 
notification so that he or his agents might take such action 
was found advisable, either to get delivery or divert the car z 
some other receiver. to 

The principal carrier testimony was presented by ©. B 
Wright, chairman of the general committee of the division o: 
transportation, American Railway Association; R. ¢. Mulho 
land, manager of the Pacific Coast Car Demurrage Bureau; L, y 
Watson, assistant manager Southeast Demurrage and Storage 
Bureau; I. S. Stevens, manager of the Western Demurrage ang 
Storage Bureau, and J. F. Chalfont, manager of the Eastern De- 
murrage and Storage Bureau. 

J. S. Brown, of the Chicago Board of Trade; H. D. Rhode. 
house, Republic Iron and Steel Company, Youngstown, 0.: EF 
Lacy, assistant treasurer of the National Industria] Traffic 
League; Kenneth Moore, of the National Automobile Chamber 
of Commerce, and others, testified in behalf of the league and 
shippers generally. 


NEW TEXAS RAIL PROJECT 


Construction of 45 miles of railroad between Abilene and 
Cross Plains, Tex., is proposed by the Abilenea & Eastern Rail. 
way Company in an application filed with the Commission ip 
Finance No. 7945. The line would run southeast from Abilene 
through an oil producing and rich agricultural territory not now 
served by railroad, according to the application. 





COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Robert O. Brownell, Washington, D. C.; Warren 
K. Brown, San Francisco, Calif.; M. A. Cummings, San Francisco, 
Calif.; Abe Collins, DeQueen, Arkansas; R. M. Cooledge, 
Wenatchee, Wash.; Frank Davis, Jr., Washington, D. C.; Frank. 
lin P. Ferguson, New York, N. Y.; W. D. Gillis, Boise, Idaho; 
Carl Fretz Ginter, Butte, Montana; John Bright Hill, Wilming- 
ton, N. C.; P. W. Hartsock, Bellefonte, Pa.; H. C. Hallmark, San 
Francisco, Calif.; John C. Hurspool, Olympia, Wash.; Fred §. 
Herrington, San Francisco, Calif.; John Ihnot, Cleveland, Ohio; 
Harry L. Keown, Philadelphia, Pa.; William J. Landon, New 
Haven, Conn.; Nelson H. Loomis, Omaha, Nebr.; Denis Joseph 
McCabe, New York, N. Y.; R. C. McMahon, Wenatchee, Wash.; 
John J. McGinnis, San Francisco, Calif.; Peter John Moore, 
Philadelphia, Pa.; Samuel G. Nethercot, Chicago, IIll.; Warren 
Nichols, Chicago, Ill.; Harry S. Noble, Buffalo, N. Y.; Henry A. 
Poveleite, New Haven, Conn.; L. F. Purvis, Onley, Virginia; John 
H. Ray, New York, N. Y.; Edwin Foote Sellers, Wilmington, 
Del.; Earl E. Strickland, Kansas City, Mo.; James W. Swoger, 
Edenburg, Pa.; Vernon L. Turner, Birmingham, Ala.; Daniel Lee 
Taylor, Boston, Mass.; Eugene R. Weisbender, Washington, D. 
C.; Jess J. Williams, Hartford, Conn.; Douglas Whitlock, Wash- 
ington, D. C. 


CHICAGO ON TIME RECORD 


Chicago’s fast freight facilities were reflected again last 
month in an “on time” record that was 94.00 per cent perfect, 
according to transportation experts of the Chicago Association 
of Commerce. Of the 68,000 package cars reported, 63,922 
reached their destinations over the United States and Canada 
on schedule. Of the comparatively small number of cals 
reported late, 3,122, or 4.60 per cent, were one day tardy and 
only 947, or 1.39 per cent, were two days late or longer. 

The showing indicates marked improvement over the same 
period last year, when of the 52,575 cars studied by the Associa 
tion of Commerce, 48,036, or 91.37 per cent, reached their coD- 
signees according to the time table, with 3,303 cars, or 6.28 per 
cent, one day late, and 1,236, or 2.35 per cent, two days late 
or longer. 


PENNSYLVANIA TRAVEL SHOP 


A “travel shop” has been opened by the Pennsylvania Rail- 
road in Chicago. “We are preparing to give personal service 
to the patron,” said Major C. E. McCullough, passenger traffic 
manager. “A separate consultation table is provided for each 
patron, where a travel expert will assist the prospective traveler 
in selecting the itinerary best suited to his needs and hrocggener 
Here a patron may actually ‘shop’ for travel information an 
arrange any kind of a trip—by rail, air or water—to any part 
of the world.” 
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adopted as “standard.” 


There were two distinct parts to the Pullman program. The 
first was that the passenger should be made as comfortable as 
possible through car design and equipment; the second that 
To what extent the traffic man 
should feel indebted to Mr. Pullman for existing facilities for 
universal exchange of cars can not be definitely stated, but 
there seems to be no doubt that Pullman sleepers and parlor 


service should be continuous. 


cars played a part 


The first regular passenger service put in operation in this 
country was on the Charleston and Hamburg, in 1830. The first 
passenger cars were little better than open boxes mounted on 


wheels, a string of which 
were trundled over an un- 
even track by a smoking, 
wood-burning engine. Smoke 
and ashes drifted freely 
over the unprotected pas- 
sengers on their hard 
benches. Such contrivances 
were succeeded a little 
later by low-roofed wooden 
coaches not unlike existing 
box cars in appearance, but 
much different in terms of 
substantiality, weight, and 
other respects. 


Early Sleeping Cars 


The first sleeping cars, 
put in operation on the 
Cumberland Valley Railroad 
in 1836 or 1837 between 
Harrisburg and Chambers- 
burg, Pa., were crude adap- 
tations of the then flat- 
roofed day coaches. That 
adaptation consisted of the 
construction, near the mid- 
dle of the coach, of two sec- 
tions of “bunks” on either 
side of an aisle, each sec- 
tion providing sleeping ac- 
commodations for three pas- 
sengers. The bunks were 
in three tiers, the top one 
of each tier turning up to 
the low roof, when morning 
brought an end to the pas- 
senger’s efforts to get sleep; 
the middle bunk folded to 
the side of the car, forming 
a seat-back; the lower bunk 
provided the day-time seat, 
on which the passenger sat 
facing the aisle. There were 
ordinary seats in the front 
of the car facing forward. 

Later, “bunk” cars were 
constructed after a variety 
of designs. A usual type 
had bunks on only one side 
in two or three tiers, the 
bunk being little more than 


a box with some kind of mattress in it on which the passenger 
could recline, using an overcoat or shawl for cover. 
little improvement in design or comfort until near the close of 
It had become the custom, however, to provide 
bedclothes, of a sort, which were stored in a bin at the end of 
the car, from which the passenger could select the least objec- 
tionable of none too frequently laundered blankets. 

An early experiment in alleviating the night-time torture 
which the traveler of the time had to face was the construction 
of two cars, the “Erie” and “Ontario,” by John Stephenson, in 
which the seats were placed transversly in the car, back to 
back. The bed was made by pulling the seat cushions forward, 
Passenger accommodation was 
limited, however, by the fact there were no upper berths. The 
controlling factor here was that the cars were too heavy for 


the Civil War. 


and they rested on two poles. 


the tractive power. 


It is not known whether these early bunk cars gave to the 
qualifying adjective its slang meaning, in that the passengers 
paid something over railroad fare to ride in them, on the as- 
sumption they would be able to sleep. But in line with that 
present use of the word, it may be said that George M. Pullman 








credited by writers on the subject with having contributed 
largely to early rail consolidation programs, standardization of 
car sizes, and determining out of the great variety of track 
guages that were in early use, the one that should finally be 











$40.00 a year. 





Elaborate interior of the ‘Pioneer,’ the first $20,000 passenger car 

built by Field and Pullman. Put in service on the Chicago and Alton 

in 1865, and the basis of the patents on which the Pullman Company 
was founded. Now at Pullman, Ill. 


There was 


were introduced into each car. 


at the end of the cars. 
rooms in each car. 


down the hinged seat-back. 
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is the man who debunked the old sleeping car. 
George M. Pullman Gets an Idea 


The founder of the organization now known as the py 
Company was born at Brockton, Chautauqua County, New Y a 
March 3, 1831, about five months after the beginning of the ree 
regular railroad passenger service. Tst 
working mechanic, a builder and house mover. 
was 14 his education in the local public schools was terminat 
and he went to work in a small store at Westfield, n Y 

Three years later he went to Albion, New } + 
to work with a brother who was a cabinet maker. He vw 
at the cabinet making trade for 10 years. 
were periods when his full time was not required by the 
he had adopted and he succeeded in obtaining contracts to 
moving buildings along the line of the Erie Canal, which the 
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His father was a hard. 
When George 


Work 
In that time then 


trade 


state of New York had be. 
gun widening. He deyg. 
oped a paying business 
in that connection, whic 
eventually overshadows; 
that of cabinet making, anj 
occasioned a good deal of 
traveling. It was at this 
time, according to the a. 
counts, that he first begay 
thinking about the need for 
better traveling accommo. 
dations, particularly bette; 
sleeping arrangements, Con. 
parison between the com. 
parative comfort furnished 
by canal boats with the jp. 
convenience of the existing 
railroad coaches is said to 
have shaped his first ideas, 
In 1855, when the widen. 
ing of the canal had been 
completed, he moved to Chi. 
cago, which was then a city 
of something less than 100, 
000. Built on low land ai- 
joining the Chicago River 
and Lake Michigan, the 
streets of Chicago were lit: 
tle better than mud wallows 
after every heavy rain, and 
cellars were choked. Young 
Pullman found a new field 
for contracting. He raised 
the level of a number of 
streets, as well as several 
blocks of brick and stone 
buildings. From all ac 
counts, he did it at a profit, 
as he had come to Chicago 
with a capital of $6,000 and 
had $20,000 at the end of 
that contracting period. 
Ultimately the ideas that 
had been working in his 
head about “hotel” sleeping 
cars burned their way oul, 
and he thought of an old 
friend back in Albion, Ber- 
jamin C. Field, who had 
been operating sleeping cats 
on two or three small lines. 


His enthusiasm influenced Mr. Field to come to Chicago and 
they set to the task of bringing to a reality the vision of youlé 
Pullman of sleeping cars that would justify the name. 

As the result of an agreement with the Chicago and Alton 
Railroad two of that line’s passenger coaches, of which it was 
wealthy enough to have a dozen or more, were turned over & 
the raw material from which the ideal was to be realized. The 
cars were 44 feet long, with flat roofs about six feet above the 
floor. At a total cost of nearly $1,000, and with the aid of car 
penters, woodworkers and decorators, ten sleeping car sections 


The inside of the cars Was fin- 


ished in cherry wood, the seats upholstered in plush. Oil lamys 
replaced the usual candles, and heat was furnished by box _ 
There were a linen locker and two Was 


In principle, the berth construction was similar to that of 
the modern Pullman. The upper berth let down from the ceilizé 
on ropes and pulleys and the lower berth was made 
Iron rods running from t ‘- 
the ceiling of the cars supported the upper berths. The pe sr 
ing luxury of curtains in front of each berth was in 
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first car was christ- 
2 September 1, 1859. 
Bren though the charge for 
, “lower” was a good old 
shioned “iron” dollar, the 
yerths were popular, and 
their juxuriousness excited 
nuch comment in the news- 
pers of Bloomington and 
Chicago, be tween which 
they were operated. A 
charge of 50 cents, in ad- 
jition to the rail fare, was 
esacted for. an upper berth, 
as it would only accommo- 
date a single passenger. 
The lower berth was a 
“ouble.” A third and a 
fourth car were built. 


The “Pioneer” 


Then political excitement, 
incident to the incipient 
Civil War, and other con- 
siderations took Mr. Pull- 
man to Colorado, where he 
remained until 1864. On his 
return to Chicago construc- 
tin was begun on the first 
real Pullman Palace Sleep- 
ing Car, the “Pioneer,” 
which might properly be re- 
garded as the initial achieve- 
ment of the new epoch in 
transportation of which Mr. 
Pullman has been called the 
author. The Pioneer was 
built at a cost of $20,174.14, 
with the collaboration of 
Mr. Field. The most that 
had ever been expended on 
any other passenger car up 
to that time was about 
$4,500. 

In addition to the syba- 
tiie luxury of solid black 
walnut with a dead finish 
for the woodwork and 
“chaste and elaborate de- 
signs” painted on the ceil- 
ing, as described by an 


early chronicler, this new car was the first to incorporate the 
principle of an “upper” hinged to the car wall, supported when 
open by a hinged iron arm, on the buggy-top principle. Of even 
more importance, its dimensions were much greater than those 
of other cars. Except for length, it virtually set the pattern in 
car sizes that has come down to the present time. The Pioneer was 
i$ feet long, 10 feet wide, and had an interior height of nearly 10 
feet. It was the first car constructed with the “upper deck 
ceiling” of the modern car, all cars built previously having had 
fat roofs. The dimensions of the Pioneer are to be compared 
with those of the most recent all-steel cars of the Pullman 
shops, Which have a length of 82 feet and 11 inches, a height 
from rail of 14 feet (the comparative figure for the Pioneer was 
13 feet 10 inches) and a width of 10 feet and 1 inch. 


_The size of the Pioneer occasioned the reconstruction of 
bridges and station platforms and writers generally credit the 
demand created by its education in comfort with hastening the 
standardization of track guages, so that the traveler might be 
spared the inconvenience of frequent changes when passing 
from one short line to another, as had been the custom, 

. The hinged upper berth, in which the bed clothing could 
€ stored during the day, which was distinctive of the Pioneer, 
apparently occurred to its builders in the course of construction, 
a8 that was begun in 1864 and it was not until 1865 that Field 
and Pullman filed applications for patents. 

of Fone saan left the business not long after the construction 
~ ee loneer, and in 1867 Pullman’s Palace Car Company was 
ge There followed a period of a little over 30 years in 
— ; through the highly esteemed method of trial and error, 

“ nay were developed, construction principles changed, 
the Pull, and “parlor car” introduced, and the operations of 
the man interests extended through direct expansion and 
tong nee of competing companies. 

companies to handle operations began with the organiza- 

of the Ci lman, Kimball, and Ramsey not long after the close 
wr vil War to handle operations in the south. 

Pileen’ Pullman died in 1897, two years before the Wagner 

Car Company was taken over by the organization that 
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Interior view of the latest product of the Pullman shops, with per- 
manent sideboards designed to incerase privacy. Simplicity of taste 
and maximum comfort are the ideals sought. 


presidents since his death. 


A. Crawford. 


The formation of sec- 
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virtually consummated the 
consolidation of all sleeper 
operations into one unified 
country-wide system. Some 
of the important develop- 
ments or innovations in the 
service offered by the or- 
ganizations under Pullman 
control include the building 
of the first Pullman diner 
about 1868 or 1869; instal- 
lation of air brakes in 1871; 
installation of the first hot 
water system in 1878; sub- 
stitution of gas for the kero- 
sene lamp in 1891; air pres- 
sure water system, 1893; 
electric fans, 1898; first 
reading lamps in berths, 
1899. 


Pullman, Incorporated 


Since the incorporation of 
Pullman’s Palace Car Com- 
pany, with an original cap- 
ital of $100,000, there has 
been a steady evolution to 
the manufacturing and op- 
erating organization now 
headed by Pullman, Incor- 
porated, of Delaware, a 
holding company organized 
in 1927 for the purpose of 
separating the operating 
and manufacturing interests. 
Transportation operations 
are conducted through the 
Pullman Company, of Chi- 
cago, while the manufac- 
turing interests are consoli- 
dated under the Pullman 
Car and Manufacturing 
Corporation, Chicago. 

The consolidated balance 
sheet of Pullman, Incor- 
ated, and its subsidiaries 
showed assets and liabilities 
balanced at $305,529,783.59, 
at the close of 1928, with no 
bonded intebtedness, and 
solved the employment 


problem for more than 31,000 persons. 

The business begun by George M. Pullman has had four 
In order of time they have been 
Robert T. Lincoln, John S. Runnells, Edward F. Carry and David 


Mr. Crawford was elected president of the Pullman Company 
and Pullman, Incorporated, on May 2, not long after the death 
of his predecessor, Mr. Carry, with whom he had been closely 
associated nearly all his business life. 
Louis April 1, 1879. His early education was obtained in Ala- 
bama and he attended the University of Alabama one year, 
after which he entered the University of Wisconsin, where he 
was graduated with an A. B. degree in 1905. 
the university as an instructor until 1907, when he left to enter 
business as secretary in the office of Mr. Carry,*who was at 
that time vice-president of the American Car and Foundry 
Company. He served as assistant secretary of that company 
and the East Jordan Furnace Company for several years. and 
when Mr. Carry left in 1916 to become president of the Haskell 
and Barker Car Company, Mr. Crawford went with him and 
was made treasurer and later vice-president. 
when the Haskell and Barker Company was purchased by the 
Pullman Company and Mr. Carry became president of the lat- 
ter, Mr. Crawford was made vice-president and assistant to the 
president of the Pullman Company. 
ident of the Pullman Car and Manufacturing Corporation, con- 
tinuing in that position until 1928, when he became executive 
vice-president of the Pullman Company, which position he held 
at the time of his election to the presidency this year. 


How the Company Carries On 


The transportation operations of the Pullman Company are 
carried on under a fabric of contracts with the individual rail- 
roads, under which the former agrees to build cars, furnish 
them to the lines and operate them to the extent of providing 
conductors, porters, and interior conveniences. 
supply the power, heat, lubricate and light the cars, for which 
they receive the revenue from the railroad ticket and, at present, 
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He remained at 
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In 1924 he was made pres- 
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a surcharge amounting to 50 per cent of the Pullman charge. 
A comparison of existing Pullman rates, not including the sur- 
charge, with those in effect in 1880 shows that a dollar will 
purchase practically the same amount of transportation com- 
fort today as at that time nearly 50 years past—that without 
reference to the increased convenience of the cars. In 1880 
upper and lower berths sold for the same price. The contem- 
poraneous charges for upper berths are actually less than they 
were in 1880, while the charges for lower berths are only, on 
the average, from 25 to 50 cents higher. In some instances they 
are the same. 

It is housecleaning-day every day on the 9,000 Pullmans 
serving over 200,000 miles of rail line, made possible through 
pooling of equipment and a perfected working organization. The 
“hotels on wheels” annually accommodate nearly 35 million 
guests, with a staff of 3,000 conductors and 12,000 porters, in 
addition to a cleaning force of 5,000 distributed in 235 railroad 
yards, and other classes of employes. This Gargantuan house- 
keeping program requires a linen stock of, roughly, 9,600,000 
pieces. Storage warehouses over the country must keep stocks 
of 9,600 separate items, subject to requisition at all times. The 
stock includes, among other things, 3,500,000 cakes of soap and 
125,000 gallons of liquid soap. The annual laundry bill is nearly 
$3,500,000. 


The Pullman Company has discontinued the operation of 
dining cars, but recent estimates indicate that 48% per cent of 
all railroad passenger traffic is transported in the parlor and 
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sleeping cars operated by the company. 

decrease of 25.7 per cent in the number <a Was 
by steam railroads in the period from 1921 to 199 _ Catrieg 
of Pullman passengers increased 8.6 per cent. y mie Dumber 

“But we never expect to develop a perf . 

which will require no changes, or a perfected esate pms Car, 
official of the company. “Changes in fashion, customs sald an 
make it necessary for us continually to revise the Ben. 
That even goes to interior construction and design of ee 
Suppose hoop skirts were to come back. Some of th © Cars, 
which have caused changes of the sort are smoking Meg things 
and the safety razor, which has necessitated a slot in ‘the 
room walls, and the enlargement of lavatory space,” . 


Omen, 
Wash 


N. & W. NEW LOCOMOTIVES 


“To increase the efficiency of its operation and to pre 
for the traffic of the future,” the Norfolk & Western Railway 
will expend more than $1,000,000 for the construction a a 
Roanoke shops of ten huge Mallet freight locomotives ee 
2-8-8-2, officials of the railway announce. The locomotives m= 
be similar to the Mallet, class Y-4, engines now operated b z 
railroad and will have a tractive power of 121,000 pounds A 
Work on the new equipment, which will be used in heavy frej rm. 
traffic, was authorized by the railway’s board of directors i 
Philadelphia and will be started in the near future. Delivers 
of the order will start about March 1 of next year, the announce. 
ment said. 








Containers for Express Shipments 


demonstrated at Chicago, November 23, on the arrival 

from New York of the first container car ever used in 
express service. The demonstration was a part of a series of 
tests being conducted with the new equipment by the Railway 
Express Agency with a view to its general adoption in the 
express service, where conditions permit. 

The new car, equipped with passenger trucks, consists of 
eight steel containers, each with a cubic capacity of 600 cubic 
feet and a weight capacity of 9,000 pounds. The individual con- 
tainer is set in its own compartment of the low-side gondola 
car, with a drop side to each compartment. Incorporation of 
the skid principle in the container through the use of short legs 
is one of the features which the designers, the L. C. L. Corpora- 


4 HE use of steel containers for express shipments was 





Lift truck removing container unit from car at demonstration of container car in express service, 
at Chicago, November 23 





tion, is confident will hasten general adoption of the equipment 
both in express and freight service. That principle makes it 
possible to remove the loaded container from the car with little 
inconvenience and maximum speed. The total time required to 
remove the eight containers from the car by use of the lift 
truck is said to have been six minutes. While on the car, the 
legs of the container rest in sockets built into the car floor. 

In addition to advantages such as result from the ease with 
which a loaded container can be removed from the car and ap 
empty or another loaded one put in its place, the equipment 
supplies almost perfect protection from pilferage, fire, or dam. 
age from any other source, it is pointed out. The construction 
is such that it is physically impossible to open one of the con 
tainers until the side of the car compartment has been lowered, 
and, after that is done, there isa 
double locking device to be dealt 
with. 

Greater speed in loading and 
unloading the container, as it sets 
on the car, than can be attained 
with the standard express car, is 
made possible through the multi- 
plicity of entrances through which 
the contents move, as well through 
a reduction in the number of steps 
necessary to place the packages in 
the car. The tests demonstrated 
that the eight containers on the 
car had a capacity of approximately 
1% times that of the ordinary 6! 
foot express car. All of the con- 
tainers were emptied of their mer 
chandise in 16 minutes on the 
arrival of the car at Chicago. 

The demonstration was attended 
by Robert E. M. Cowie, president 
of the Railway Express Agency, \. 
T. Hoops, president of the L. C. L. 
Corporation, a number of vice-pres: 
dents of the express agency and tle 
container company, as well as tl 
merous shippers and railroad mel. 

The use of the container 2 
express service is expected to make 
it possible for large shippers 
handle shipments of that class 2 
terms of the individual contallé 
by the “suitcase method” as is done 
with freight shipments of bric 
lime, and other commodities for 
which the container is now use 
Use of the skid principle and th 
lift truck greatly simplifies 
transfer of the container from tl 
gondola to motor truck or trailét 
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Freight Tariffs 


Twenty-Second of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Changes in Rates and Tariffs 


rates in effect and proposed changes may be made 

only in accordance with the plan of procedure pre- 
scribed by the act. The law provides that no changes are 
permitted to be made in the rates, fares, or charges of indi- 
vidual carriers or in the rates, fares, or charges published 
jointly by the carriers that have been published and filed by 
any common Carrier or carriers subject to the act, except 
after thirty days’ notice to the Commission and the public. 

The notices of rate changes filed by the carriers must 
indicate: (1) The changes in rates, fares or charges proposed 
to be made in the particular tariff schedule which is then in 
force, and (2) time when the proposed changes are to go 
into effect. 

It should be noted that the requirements of the act apply 
not only to line-haul or station to station transportation rates, 
but also to passenger fares and the charges for all incidental, 
supplementary, auxiliary, or ancillary services such as 
switching, transit services, diversion, reconsignment, perish- 
able protective services, peddler car services, storage, demur- 
rage, lighterage and floatage, elevation, cartage, and 
weighing. 

The changes proposed by the carriers must be shown by 
printing new tariff schedules or supplements, or by changes 
plainly made on the tariff schedules in force at the time. 
The existing and proposed tariff schedules must be kept open 
to public inspection.? 


TN interstate commerce act provides that changes in 


The Commission’s Discretionary Powers 


The Commission is endowed by the act with discre- 
tionary power to allow changes to be made in tariff schedules 
of rates, fares, or charges on less than the statutory period 
of thirty days’ notice or to modify the requirements of the 
act with respect to publishing, posting, or filing of tariffs 
either in particular instances or by general orders applicable 
to special or peculiar circumstances or conditions, The power 
of the Commission to permit the amendment of tariffs on 
short or one day’s notice has been discussed in earlier articles 
in this series. The Commission reserves the power for use 
only when good cause is shown and when emergencies exist 
of such nature that hardship would be worked on shippers 
or carriers if the rates, fares, or charges were not changed 
on shorter notice than the statutory period. _ 

The law wisely forbids hasty changes that might lead 
to unjust discrimination or unfair prejudice, and yet makes 
the application of the act sufficiently flexible by placing the 
Commission in a position to exercise administrative discre- 
tion in enforcing the law. 


Commission’s Interpretation of Its Powers 


The Commission interprets the provisions of the inter- 
state commerce act regulating the changing of tariff sched- 
ules as referring to rates, fares, and changes that have 
become effective and to proposed changes that have not 
become effective. Consequently, it requires that the new or 
Proposed rates, fares, or charges must be permitted to go 
into effect after notices of changes have been published and 
filed. Once they are published and filed, as required by law, 
no changes may be made in the new or proposed rates, nor 


Interstate commerce act, section 6, paragraph 3. 


may they be withdrawn or canceled, for at least thirty days 
after the dates on which they become effective, unless other- 
wise authorized specifically by the Commission. The Com- 
mission may, in the exercise of its authority, permit such 
changes to be made by appropriate and specific orders, 
decisions or rules, 


Advance Notice of Expiration 


Tariffs may be published with the dates on which they 
are to expire as a whole signified in advance. The specific 
dates of expiration must be shown in the tariffs and must 
be at least thirty days subsequent to the dates on which the 
tariffs become effective. Tariffs may be published also con- 
taining notation that certain rates named in the tariff are to 
expire on certain dates that must also be at least thirty days 
later than the dates on which the rates go into effect. Notices 
of the expiration of whole tariffs or of specified rates in 
certain tariffs are considered by the Commission to be valid 
legal notices of the cancellation or withdrawal of the tariffs 
in their entireties or of the rates specifically indicated. 

The fact that notations are contained in tariffs or supple- 
ments that the entire tariffs or supplements or certain rates 
in them are to expire upon certain dates is not an assurance 
or guarantee that the tariffs, supplements, or specified rates 
will actually remain in effect until the dates specified. The 
publications or the parts indicated may be suspended prior 
to the dates indicated in the notices by action of the Com- 
mission. All that the advance notices of expiration or with- 
drawal really mean is that the tariffs, supplements, or rates 
are to expire with the dates indicated in the notices unless 
the publications are sooner canceled, changed, or extended in 
a lawful manner.? 

Whether tariffs, supplements, or parts of such publica- 
tions are issued by the carriers with advance notice of expira- 
tion or without such notices, the carriers are obliged to 
comply fully with the requirements of the interstate com- 
merce act regulating the publication, filing, and effective 
dates of the proposed rates, unless the Commission, in exer- 
cising its statutory authority, allows the rates to be changed 
or withdrawn on less than thirty days’ notice, or otherwise 
modifies the tariff requirements of the law by formal orders. 
No rule, decision, or order of the Cmmission is to be con- 
strued as authority to change rates or to issue tariffs on less 
than the statutory period of thirty days unless it is so speci- 
fically provided for in the Commission’s rule, decision or 
order.® 


Sixth Section Applications 


The interstate commerce act, as has been stated, gives 
the Commission express authority to permit changes to be 
made in less than the statutory period of thirty days’ notice.* 
The Commission construes this grant of authority as em- 
powering it to authorize the publication of rates only: 
(1) When actual emergencies exist, and (2) when real 
merit is shown. 

The Commission does not regard the desire of carriers 
to meet the rates of competing carriers, which have given 
full statutory notice of changes in their rates, in and of itself, 

2Tariff Circular No. 20, Rule 3, g; and Rule 54, a. 


Tariff Circular No. 20, Rule 54, b; and Rule 14, f, 
4Section 6, paragraph 3. 
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as good cause for permitting changes in rates on less than the 
full thirty days’ notice. 

Clerical or typographical mistakes or errors are considered 
valid causes for the changing of rates under the authority of the 
Commission. Each application to permit changes to be made 
for this reason is required to indicate clearly the omissions or 
mistakes made and full statements must be made of the circum- 
stances attending the omissions or other errors. Applications to 
make the changes and statements justifying them must be pre- 
sented by the carriers to the Commission with reasonable 
promptness after the tariffs containing the omissions or errors 
have been issued. The Commission is the judge of whether or 
not the applications and statements are presented with “reason- 
able promptness.” > 

Filing Applications 

The carriers or agents who hold the authority to file pro- 
posed changes, through the issuance of powers of attorney, are 
the only persons authorized to make applications for permission 
to establish rates, rules or regulations on less than statutory 
notice or for the waiver of any of the provisions of the tariff 
circular of the Commission. Applications requesting permission 
to make changes in the rates, rules, or regulations published in 
joint or agency tariffs, or in supplements to such publications, 
must state that they are filed for and on behalf of all of the car- 
riers that are parties to the proposed changes. 

Modification of Orders of the Commission 


If requests are filed with the Commission by carriers seek- 
ing the requisite authority to make changes in rules, regulations, 
or rates, on short notice, as sixth section applications, when for- 
mal orders of the Commission have been issued requiring the 
publication of the changes on thirty days’ notice, the Commission 
does not issue the permission to make the changes on sixth 
section application procedure. Requests of this sort are really 
applications for modifications of the Commission’s formal orders 
and should be made as such and not as sixth section applica- 
tions. If, in a certain rate investigation, the Commission, in its 
decision, orders the carriers to publish on thirty days’ notice 
certain changes in their rates, rules, or regulations that entail 
changes in the tariffs, the carriers may not apply to the Com- 
mission under the provisions of the sixth section of the inter- 
state commerce act, but must apply for formal modifications of 
the orders of the Commission as applications on the Commis- 
sion’s formal docket, under the appropriate provisions of the 
act.’ 

Procedure in Sixth Section Applications 


Applications of the carriers for permission to change rates, 
rules, or regulations on less than statutory notice or for the 
waiver of any of the provisions of the tariff circular, must be 
filed in duplicate with the amendments and exhibits that are 
parts of the applications. The applications must be addressed to 
the Interstate Commerce Commission and sent to the secretary 
of the Commission at Washington, D. C. 

Specifications and directions are prescribed by the tariff 
circular governing the applications: 


1. The applications must be made on paper of a standard size— 
eight by ten and one-half inches. 

2. They must be made in the form shown below. 

3. They must be numbered consecutively by each carrier or agent 
filing them. 

4. They must bear the signature and show the title of one of 
the following officers or agents of the carrier or carriers filing them: 
a. president, b. vice-president, c. traffic manager, d. assistant traffic 
manager, e. general freight agent, f. attorney, or g. agent. 


Form of Applications 


The uniform application required by the Commission to be 
filed by carriers wishing to obtain permission to make amend- 
ments in rates, rules or regulations is shown below. When the 
applications are made for or on behalf of carriers by tariff pub- 
lishing agents, appropriate changes must be made in the first 
and last paragraphs of the applications: 


Sixth Section Application 


(Place and date.) 
To the Interstate Commerce Commission, 
Washington, D. C.: 

sti amannmamaawets atamedeeewinne4-da OP sthedsonsanwenseecs 

(Name of carrier) (Name of officer) (Title of officer) 
does hereby respectfully petition the Interstate Commerce Commission 
that it be permitted under Section 6 of the Interstate Commerce Act, 
as amended, to put in force the following rates (or rules or regula- 
tions), to become effective ...... days after the fining thereof with 
the Interstate Commerce Commission: 

(The rates, rules or regulations which are desired to be put in 
effect must here be stated, either specifically or by reference to ac- 
companying exhibits. The statement should show the articles upon 
which the rates, ruJes or regulations are to apply and the points of 


Tariff Circular No. 20, Rule 58, a. 

*Rule 58, b 

Interstate commerce act, section 16, paragraph 6. 
origin and destination. If permission is sought to establish a rule 
or regulation, the exact wording of the proposed rule or regulation 
must be shown.) 
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Your petitioner further represents that the said rates ( 


regulations) above mentioned will bé published in Tariff Lous or 


oo (or in a consecutively numbered supplement to I. No, 
$eeeed ), and will supersede and take the place of the rates jee one 
or regulations) on like traffic from a OF ules 


to the points above name 


nd 
which are set forth in Tariff I. C. C. No. ...... (or supplement) 
on 


file with the Commission. 


The present rates (whether class, commodity or combi 
tion), rules, or regulations should be stated either Specifical] _ 
by reference to an exhibit accompanying the petition. The i C 
C. numbers of the tariffs or supplements in which the exigtin, 
rates, rules, or regulations are published must be stateq and he 
effects of the proposed changes must be shown. , 

The names of all carriers publishing rates on the commodi 
ties covered by the application between the same or related 
points must be shown, and the I. C. C. numbers of the tariffs 
supplements containing the rates must be stated. A statement 
must be made whether or not the proposed rules, rates, or Tegu- 
lations, including the request to establish them on less than 
statutory notice, have been called to the attention of the carriers 
parties to the tariffs. A statement of the views of the partici. 
pating carriers must be included. 

The basis on which the proposed rates are constructed must 
be indicated, if the application seeks to obtain to establish the 
rules, rates, or regulations on less than statutory notice. 

The relationships existing between points of origin and des. 
tination covered by the application and origin and destination 
points not covered by it must be stated in cases where the rates 
are sought to be published on less than thirty days’ notice. 

The relationship, if any, borne by the rates on the commod. 
ity or several commodities covered by the application to rates 
on other commodities must be shown, also, if the application is 
made for the purpose of publishing the rates on less than statv. 
tory notice. 

“And your petitioner further bases such request upon the 
following facts, which present certain special circumstances and 
conditions justifying the request herein made.” 

All other circumstances and conditions must be stated that 
are relied on as justification of the application and which may 
aid the Commission in determining the merits of the question 
presented. If short notice (less than thirty days’ notice) is re- 
quested, a statement must be made showing why the change 
was not made upon thirty days’ statutory notice. 

The application is signed in the corporate name of the car- 
rier, by a responsible officer, indicating his title, and subscribed 
and sworn to by the officer before a notary public: 


ee 


ee 


' (Name and tile of carrier) 
Subscribed and sworn to before me this ...... Gay OE vcs 19.. 


me: (Notary Public) 
Only the original application need be executed.® 


Partial Use of Permission to Make Changes 


Carriers or their tariff publishing agents are not permitted 
to make partial use of the Commission’s permission to make 
sixth section changes. The Commission gives consideration to 
all facts and circumstances set out in the carriers’ applications 
in passing on sixth section matters. If the applications are 
approved by the Commission, the special permission to make the 
changes is issued with the understanding that all of the terms 
of the permission are to be complied with by the carriers and 
that all the authority to make the changes granted by the Com- 
mission will be used. 

If all of the related matter authorized by the Commission's 
permission is not used and more limited authority is desired by 
the carrier, a new application must be filed. The new o 
amended applications must comply with all of the provisions of 
the Commission’s tariff publishing rule, and reference must be 
made to the previously granted authority.® 


Special Rule Governing Rates in Territories 


Special regulations govern the changing of rates on the 
railroads in Alaska and in the Hawaiian Islands. Rates 02 
freight traffic between points in these territorial possessions are 
not subject to the general tariff rules of the Commission. Re 
ductions in rates may be made on ten days’ notice to the Com- 
mission. The full statutory period of thirty days’ notice must 
be given by the carriers of Hawaii and Alaska, unless special 
permission is given by the Commission to publish the changes 
on shorter notice.” 

Tariffs or supplements in which reductions in rates are 
made on less than the statutory notice, under the authority of 
the Commission’s special tariff rule applicable to Alaska and 
Hawaii, must bear on their title pages notations that they aré 
issued on ten days’ notice under the authority of Rule 62 of the 
Commissioner’s Tariff Circular. 


8Tariff Circular No. 20, Rule 58, e. 
*Tariff Circular No. 20, Rule 58, c. 
2Rules 62 and 58. 
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Inland Waterway Transportation 





BARGE LINES AND WATERWAYS 


transfer of the government barge lines to private capital 
syefore long” may be expected as the result of the government’s 
jemonstration in this field, according to the annual report of 
he Secretary of War for the fiscal year ended June 30, 1929. 
The report bears the name of James W. Good, who died last 
aa report sets forth the following comparative results of 
the Inland Waterways Corporation for the years ended June 30, 
1998 and 1929, with the accompanying comment: 








year ended June 30, 1928. Tons Revenue Expenses 
Mississippi division..... 1,299,619  $5,239,375.76 $4,931,493.83 
wed rr division...... 39,969 138,879.60 362,767.12 
Warrior division ........+....+. 396,651 932,208.70 1,070,231.97 
Warrior River Terminal Co.... ....... 170,768.91 127,486.73 
1,736,239  $6,481,228.97 $6,491,979.65 
Net income Depreciation 
Mississippi division ...........+++4. *$307,879.93 $313,629.57 
mone Mississippi division .............00- *223,887.52 32,452.81 
Warrior Givision .......ccccccccccsscvccens *138,025.27 82,602.25 
Warrior River Terminal Co...............-. 43,282.18 2,573.17 
*$10,750.68 $431,257.80 

Year ended June 30, 1929. Tons Revenue Expenses 
lower Mississippi division..... 1,486,945  $5,801,305.34  $5,020,474.14 
raced Mississippi division...... 133,992 344,373.35 583,992.00 
Warrior division ....+.......-. 260,364 782,739.10 943,129.49 
Warrior River Terminal Co....  ....... 240,452.14 179,622.64 
1,881,301  $7,168,869.93 $6,727,218.27 
Net income Depreciation 
Lower Mississippi division ..............2. $780,831.20 $318,674.25 
Upper Mississippi division aa *239,618.65 60,057.99 
I CD, oc o5o-bu-e nes 00 6 00eeeeweedee *160,390.39 80,246.61 
Warter River Terminal Co.......cccccccsses 60,829.50 3,250.10 
$441,651.66 $462,228.95 


*Deficit. 

There can be no reasonable doubt that the Inland Waterways 
Corporation has been of incalculable benefit to the people at large; 
that it is continually increasing its effectiveness and that it will 
eventually demonstrate that the development of our interior water- 
ways and the proper utilization of such developed navigable streams 
will offer, through coordination with railways and highways, a system 
of transportation furnishing cheaper freight rates to all the people 
who have been taxed to create them; that each participating carrier 
by joint routes will receive a reasonable return upon the money 
invested, and that before long the government can pass over the 
corporation’s facilities to private capital for operation, with the 
assurance that they are so safeguarded by laws, precedents and 
decisions that their profitable operation will indicate to private enter- 
prise the desirability of their continued expansion. 

_ During the fiscal year 1929 a detailed survey was made of the 
military value of our inland waterways and their relation to national 
defense. The survey shows that the inland waterways of the Mis- 
sissippi Valley area and the eastern seaboard are of great military 
value in augmenting other means of transportation in case of a 
national emergency. 


_ The report reviews the provisions of the Denison barge 
line expansion act of 1928 providing for extension of the gov- 
erament barge Jine operations to tributaries of the Mississippi 
River, exclusive of the Ohio River, and for establishment of 
through routes and joint rates with the railroads, and refers 
to the status of the improvement of the waterways involved. 

“The Chicago-Ilinois River is navigable, or will be com- 
pletely navigable, for the project depth of 9 feet, and the de- 
Pendable operation of suitable barges and towboats, by the 
early part 1931, from Grafton, where it empties into the Mis- 
‘issippi, as far as Utica,” says the report. “From Utica to 
Chicago this channel will be completed by the state of Illinois.” 

This waterway is a link in the proposed Great Lakes-to-Gulf 
Waterway on which it is proposed to operate government barges 
When the through channel is ready. 


i Hope is expressed in the report that the channel in the 
Missouri River from its mouth to Kansas City will have a 
navigable 6-foot depth by the early part of 1931. 

, It is impossible to state just what joint water-rail and 
rail-water-rail rates have been put into existence, but 75 per 
— of the joint rail-water rates, which should be established, 
“a now effective,’ says the report. “The magnitude of the 
vik sing to establish joint rail-water and rail-water-rail rates 
ith equitable divisions of accruing revenue is little appreciated. 
a Progress has been made toward fixing the scope of joint 
det 8 and rates, but the matter of divisions has not yet been 
termined, although many satisfactory divisions have been 


established by voluntary agreement, or by order of the Com- 
mission.” 

“Cheap transportation is a cornerstone of nation-wide in- 
dustrial and agricultural prosperity, and by improving water- 
ways for navigation we are making possible the use and expan- 
sion of our most economical form of transportation,” says that 
part of the report reviewing the work of the army engineers 
with respect to river and harbor work.... 

“The annual internal, coastwise and foreign tonnage now 
carried on our waterways is enormous, and it may be conserva- 
tively stated that the improvement of waterways has been, and 
will continue in increasing degree to be, one of the principal 
factors in the development and prosperity of the nation. This 
traffic, for the calendar year 1928, amounted to a grand total 
of 529,500,000 tons, valued at $24,160,000,000.” 


FIGHT AGAINST WATERWAYS 


No high-power telescope is needed to discern the coming 
of a battle over waterways,” says the National Rivers and Har- 
bors Congress in a statement issued in connection with the 
coming convention of the congress in Washington, December 
10 and 11. 

Pointing to “some of the elements of the situation,” the con- 
gress refers to President Hoover’s Ohio River celebration 
speech, his advocacy of waterway improvements, and adds: 


There was a time when every rivers and harbors bill was greeted 
with a long-drawn-out, vociferous yell of ‘‘pork barrel!’’ This not only 
carried complete conviction of the essential iniquity of waterways to 
people who never think—and to whom, therefore, an epithet is much 
more forcible than an argument—but it also had considered influence 
on thinking people who were unfamiliar with the facts. 

The animus behind the attack is still the same, but the tactics have 
been changed. Now there is a great, continuous and ever-increasing 
flood of propaganda going out to the country in which it is claimed: 
(1) That expenditures on waterways are an extravagant and inde- 
fensible waste of public funds, because water transportation, all things 
considered, costs more than rail transportation; (2) that development 
of waterways is unfair to railways and unjust to every taxpayer who 
does not live directly on a river or a harbor; and (3) that the sole, 
invariable and inevitable effect of waterways is to take business away 
from railways. 

Railway workers are told that the nation-wide development of 
waterways advocated by President Hoover will take away their jobs, 
while financiers and investors in railway stocks and bonds, including 
savings banks and insurance companies, are solemnly warned that 
their dividends will disappear and the value of their securities be 
seriously diminished. ti-waterway addresses and magazine articles 
by railway presidents e reprinted and circulated by the million in 
pamphlet form; whole extracts therefrom appear in timetables, on 
dining-car menu cards and in the columns of every newspaper that 
can be induced to publish them... . 

Those who are behind the flood of anti-waterway propaganda 
will undoubtedly oppose the passage of a $100,000,000 rivers and 
harbors bill and the addition of $10,000,000 a year for river and har- 
bor work favored by President Hoover. 


BARGE LINE AND WATERWAYS 


A movement to consider transfer of the government owned 
and operated barge lines on the Mississippi and Warrior rivers 
to private capital is suggested by the transportation and com- 
munication department committee of the Chamber of Commerce 
of the United States. 

The committee has recommended that a special committee 
be appointed to develop standards or tests which may be fol- 
lowed in determining the economic soundness of new waterway 
projects. It also suggested that the special committee consider 
measures to promote the transfer of the government-owned 
Mississippi-Warrior barge line to private hands. 


URGES MORE MONEY FOR ROADS 


The maintenance of national prosperity now and in the im- 
mediate years ahead hinges in a large measure on the develop- 
ment of an efficient system of highway transportation, according 
to Thomas P. Henry, president of the American Automobile 
Association. 

Mr. Henry asserted that one of the big things President 
Hoover and Congress could do to assure economic stability, to 
relieve unemployment, to help the farmers by bringing them 
nearer to the markets, and to compel the flow of capital into 
productive channels was to sponsor an immediate expansion of 
the nation’s road-building program. Said he: 


For several years the American Automobile Association has con- 
tended that the highway needs of the nation have developed far 
beyond the commitments under the federal-aid act, whereby the 
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government has appropriated $75,000,000 annually for highways on 
the so-called seven per cent system. 

We have recommended that Congress raise the federal appropria- 
tion to $125,000,000. This would mean that the states would match 
the $50,000,000 federal increase dollar for dollar. It would stimulate 
and intensify road-building in the various states, provide employment 
on a large scale, hasten the completion of the federal-aid system 
and pave the way for an extensive program of express highways 
on the free principle. We do not have to wait for expensive com- 
missions to do these things nor do we have to ask the government 
to make commitments that would be a drain on the public treasury. 

The economic importance of adequate highways cannot be over- 
estimated. On them is dependent the movement of more than 25,000,- 
000 motor vehicles for which $7,230,000,000 were spent for operating 
costs in 1928 in service stations and repair shops. On them is de- 
pendent the continued growth of the nation’s large motor tourist 
business which accounted for the expenditure of $3,500,000,000 this 
year. 

I am convinced that whatever slackening up there has been in 
the automobile industry is directly related to the inadequacy of our 
road program. Let us bear in mind that there were 170 new motor 
vehicles registered in 1928 for every mile of highway constructed 
on the federal-aid system and that the ratio of automobiles to 
highway mileage is increasing from year to year. Our road program is 
a major factor in the prosperity of a basic industry employing 
3,956,138 people directly and 385,000 indirectly. 

“I need not point out that the railroads receive 9.1 per cent 
of their freight from the automotive industry and from materials 
moved for road-building purposes. The railroads will spend ap- 
proximately $800,000,000 this year for improvements and betterments. 
The government can justify this expenditure by sponsoring an ade- 
quate program of highway construction. 

“There are other weaknesses in our transportation system that 
deserve consideration in any review of industrial stability and prog- 
ress. President Hoover led the way in giving the country the model 
motor vehicle code and the uniform municipal traffic ordinance. 
Progress in their adoption has been slow and yet the cost of con- 
gestion and chaotic regulations constitutes a tremendous economic 
burden and mars the efficiency of our system of highway transporta- 
tion. Here again is an opportunity for national stock-taking in which 
Mr. Hoover is amply able to provide leadership and inspiration.”’ 


Chairman Dowell, of the House committee on roads, has 
announced that a bill authorizing $125,000,000 annually for 
federal-aid highway projects, instead of $75,000,000 as at present, 
will be introduced at the regular session of Congress that will 
begin December 2. This action will be taken, he indicated, in 
response to a general demand throughout the country for in- 
creasing the federal expenditures on highways. 

After the conference November 26 President Hoover had 
with representatives of the agricultural industry, Secretary of 
Agriculture Hyde said, “the conferees also favored an imme- 
diate extension of the road program, with special emphasis on 
farm-to-market roads.” 


IMPROVEMENT OF HIGHWAYS 


In the fiscal year 1929, more than 7,400 miles of the federal- 
aid highway system was initially improved by the 48 states and 
Hawaii in cooperation with the Bureau of Public Roads, accord- 
ing to the annual report of Thomas H. MacDonald, chief of bu- 
reau, to Secretary of Agriculture Hyde. fhitially improved high- 
ways are those upon which no federal-aid funds have previously 
been expended. Advanced stages of improvement, involving gen- 
eratly the surfacing of roads previously graded and drained, were 
completed on 1,988 miles of the system. At the close of the year 
initial improvements were in progress on approximately 8,358 
miles and advanced stage construction was underway on 1,167 
miles. 

The federal-aid system comprises a total of 188,857 miles f 
main interstate and intercounty roads. At the close of the fiscal 
year, the actual length of roads in the system improved with 
Federal-aid was 78,096 miles, or about 41 per cent of the total 
mileage. 

The total cost of the year’s improvement of 7,402 miles of 
initial construction and 1,988 miles of stage construction was 
$195,298,168, of which the federal government paid $82,736,878, 
or 42 per cent, and the states the remainder. 

The record of mileage improved in the past year was less 
than that of the previous year in both initial and stage improve- 
ments. The decrease in initial improvements completed was 
nearly 800 miles, and stage construction fell short of the previous 
year’s result of 27 miles. In expiaining the decreased mileage, 
Mr. MacDonald states: 


For several years the appropriations authorized for improvement 
of the federal-aid highway system have been $75,000,000 a year. 
Owing to the fact that the appropriations for the earlier years were 
not expended within the years for which they were made, a balance 
had accumulated which permitted, in recent years, a rate of improve- 
ment greater than would have been possible within the appropriations 
authorized. This balance has now been absorbed and it has been 
necessary to confine the program of improvement within the limitations 
of the appropriations currently authorized. 


Complete statistics for the United States for the calendar 
year 1928 covering all roads constructed by federal, state and 
local agencies, compiled by the Bureau of Public Roads, indi- 
cate that federal aid has helped materially in the construction 
of the higher types of surfacing. 

In the year a total of 74,783 miles of highways were im- 
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proved, says the bureau. With state and feder 

cooperation of the bureau the states constructed rr = the 
roads and 47 miles of bridges in the federal-aiq system — 
state funds alone the states improved 21,391 miles of state ber 
and the counties and other local units constructed 45 531 mile 
of county and local roads. ek walles 


$175,000,000 IN GASOLINE TAXEs 


Not counting refunds made, the total amount of the 1 
tax collected by 47 of the states and the District of Coluy _ 
in the first six months of 1929 amounted to $175,140,140 pos 
the bureau of public roads, U. S. Department of Agriculture 
on the basis of figures reported to the bureau. In New York 
the tax became effective May 1 and the Illinois law diq = 
become effective until August 1. A total of 5,693,872 669 gallons 
was taxed in the 47 states and the District of Columbia The 
average tax paid per gallon was 3.07 cents. , . 

In 1928 gasoline tax paid in the first six months of the yea 
in 45 states, the District of Columbia, and in Illinois oe an 
month of the period, was $140,635,398. The tax in Illinois an 
collected for January and discontinued in February. Massachv. 
setts and New York had no gasoline tax in 1928. The total num- 
ber of gallons taxed in the first six months of 1928 was 4,652,393. 
536 and the average tax paid was 3.02 cents per gallon. All the 
states now collect a gasoline tax. 


L. C. L. SKID CONTAINER 


That traffic men are taking an increased interest in the use 
of material handling devices and that they can use such devices 
to advantage is illustrated in an exchange of correspondence 
between F. H. Williams, of the Collis Products Company, $¢. 
Paul, Minn., and a Chicago concern that manufactures such 
equipment. Mr. Williams wrote as follows: 


It occurs to us that possibly a container on skids might be of ad- 
vantage in moving L, C. L, freight and your experience with skids 
should enable you to offer some suggestions along this line. 
ae. Re agg een pat Barna * | a's pte! similar to the con- 

s re now being used in the east and whic i 
Pacific Railroad desires to use. sitesi 

The writer would like your reaction to the above in connection 

with a suitable method to present the matter to traffic officials. 


To this the sales manager of the Chicago concern replied 
as follows: 





I have yours of the 19th with reference to using container skids 
in L. C. L. freight movement. 

The writer was discussing this the other day with someone who 
evidently is a considerable authority with reference to this type of 
movement and my opinion was expressed in favor of the L. C. L 
type of skids instead of the caster type skid. I believe it to be far 
more practical, a less expensive, and would ultimately prove 
more universal and satisfying. 

Beyond that I can say nothing more in a letter that would 
strengthen my argument—because after all, the question is one that 
is fully too large to be covered in a letter or in an exchange of letters. 

It is a situation which I believe manufacturers and shippers inter- 
ested in should meet at some place, and spend a day, two, or even 
three days in discussing the possibilities of the various types of con- 
tainers and then coming down to a common denominator—conducting 
tests—getting information with reference to design and construc- 
tion—and proceeding along those lines. 

I believe, as the situation now stands, those having less experience 
in design and manufacture of these containers are the ones conducting 
the tests and, naturally, the ones who are making the costly errors— 
which, if they conferred with people who have had some experience 
in this connection, considerable money could be saved. In saying this, 
I don’t mean to put ourselves up as ones who have had a lot of this 
experience—but I do believe all lifttruck and platform manufacturers 
in the country could contribute materially if they were solicited. Not 
having been solicited, they naturally hesitate to speak their piece 
because they feel as though they perhaps may not be wanted—either 
physically or their opinions. 





UNIQUE WAREHOUSING SCHEME 

Savings in warehousing costs and easier handling of stock 
have been reported to the Department of Commerce as adval- 
tages of a unique method of warehousing which has been devel- 
oped by one of the wholesale grocery houses recently studied 
in connection with the survey of food distribution in Louisville, 
according to H. C. Dunn, chief of the domestic commerce divi- 
sion. The chief innovation in this system is the placing o 
large stocks of merchandise in what might be referred to 48 
“dead storage,” where they may be warehoused more ect 
nomically. 

The dead storage space not only occupies a less public 
part of the warehouse, but in that space stock can be piled 
higher and closer than would be practicable on the working 
floor, thus effecting considerable saving of floor space. 

The merchandise thus segregated consists mainly of pur 
chases in carload lots or purchases of a whole season's require 
ments. Working stocks on the floor of the warehouse are 
replenished from this supply. This enables the keeping 
working stocks at a minimum, because of the facility 
which replacement can be accomplished in what would © 
wise be idle time of the warehouse laborers. 
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Aviation News 





AIRSHIP’S PLACE IN COMMERCE 


How will the dirigible fit into the transportation scheme 
af tomorroW’s commerce? What are the commercial possibili- 
ties of lighter-than-air craft? What is the future of the airship? 

These questions, according to the aeronautics branch of 
the Department of Commerce, are now in the minds of many 
jrward-looking business men. : 

“Only the future will disclose their answers, but wide- 
spread interest in the subject justifies, certainly, serious con- 
sderation and perhaps a few predictions based upon recent 
epochal achievements,” says the branch. 

“By flying around the world from Lakehurst to Lakehurst, 
the Graf Zeppelin not only was the first dirigible to accomplish 
sich a journey, but also made the longest ‘hop’ in the history 
of aeronautics—from Friedrichshafen to Tokyo—and the fastest 
‘ourney around the world ever accomplished by man. More- 
over, this majestic air monarch soared through uncharted skies, 
over two oceans, and across three continents. Therefore, it is 
not surprising that a number of authorities on air transporta- 
tin have declared that the dirigible, as now developed, is 
superior to the airplane for transoceanic flying. 

“Some have said that the airship will supplant the airplane; 
others have said that heavier-than-air craft are superior; it 
seems definitely indicated, however, that neither will supplant 
the other—that there is ample opportunity for both. There is 
no conflict between airplanes and lighter-than-air craft. The 
increased use of one will inevitably benefit the other. 


“Because the airship has demonstrated that it possesses 
certain advantages such as the ability to engage in prolonged 
fights with substantial pay loads, it seems very probable that 
commercial airship routes for long-distance commercial trans- 
portation will be established in the relatively near future. In 
fact, preliminary plans for a proposed Zeppelin transport line on 
the Pacific extending to Hawaii and later to the Orient have 
been brought before the Post Office Department by officials of 
the Goodyear Zeppelin Company with a view to an application 
fora mail contract, according to Second Assistant Postmaster- 
General W. Irving Glover. Another development—which would 
indicate that the day of regular transoceanic airship service, 
carrying passengers, mail, and possibly small package freight, 
is drawing near—is the recent incorporation of the International 
Zeppelin Transport Company, which is said to be sponsored 
by well-known financial interests. 

“Because the greatest flow of traffic has always been from 
east to west and west to east rather than north and south, it 
seems likely that the first lighter-than-air routes will be east 
and west. In this connection, it might be noted that the Graf 
Zeppelin on its recent world flight was so favored by the winds 
that much of the time it used only three of its five motors— 
thus apparently confirming the theory that circling the globe 
from west to east has its advantages. A possible result, demon- 
strated by this flight, is a scheduled round-the-world service in 
20 days or less. 


“The most likely immediate developments, however, are 
for transoceanic and long-distance overland hauls. Among the 
first routes to be inaugurated will probably be one from Europe 
to the United States or from a west-coast point to the Hawaiian 
Islands; another which may soon follow will be from Europe 
to South America; and, in time, we shall undoubtedly have 
dirigible lines between North America and South America.” 


INCREASE IN AIRCRAFT LICENSES 


There are now in the United States 6,482 active airplane 
licenses and 3,109 airplane identifications issued by the aero- 
nautics branch of the Department of Commerce, according to 
Gilbert G. Budwig, director of licensing and inspection. Active 
Pilots licenses now number 9,279; students’ permits issued, 
*8,738; active mechanics’ licenses, 7,196. 

Approved type certificates issued for aircraft now total 271. 
Approved type certificates issued for engines now number 32, 
= 134 of these certificates have been issued for propellers. 
ans schools which have been approved number 22; flying 
Istructors approved, 88; and ground instructors approved, 129. 
7 On June 30, 1927, only 9 approved type certificates had 
a issued for airplanes. One year later, 38 additional type 
in nes had been approved. On June 30, 1928, licenses had been 
date 4 approximately 3,000 pilots, 3,000 mechanics, and 2,000 


On June 30, 1928, 5,137 pilots’ licenses had been issued, 


4,687 renewed, 15,868 student permits issued, 4,379 aircraft 
licenses issued, 727 aircraft licenses renewed, 3,256 identifica- 
tion marks assigned, 3,264 mechanics’ licenses issued, and 75 
mechanics’ licenses renewed. 

In the last fiscal year, 121 approved type certificates were 
granted for airplanes, 21 for engines, and 28 for propellers. In 
addition, 65 different types of airplanes were examined and 
approved without being granted approved type certificates, and 
13 types of engines were approved on the same independent 
basis. The total number of approvals granted to airplanes, en- 
i and propellers during the year, therefore, amounted to 


AIR PASSENGER TRAFFIC 


Reports for the first six months of the year from scheduled 
air transport lines and other air craft operators, the analysis 
of which has just been completed by the Department of Com- 
merce, signify that at least 3,527,003 passengers will have ridden 
in airplanes in the 12 months ending December 31, 1929, accord- 
ing to Clarence M. Young, Assistant Secretary of Commerce 
for Aeronautics. 

“Basing its figures on reports from 27 out of 40 scheduled 
air transport operators, it is estimated that 45,000 passengers 
were carried by air transport companies operating on regular 
schedules during the first six months of the year,” Mr. Young 
said. “This means that an average of 254 passengers are being 
carried each day on established airways. The majority of flying 
activities, however, now consist of miscellaneous operations 
such as aerial sight-seeing flights, air taxi-cab services, and 
other forms of non-scheduled flying. A recently completed 
census discloses that approximately 748,000 passengers were 
carried by miscellaneous air craft operators during the second 
quarter of the year (April, May and June), which means that 
an average of 8,311 passengers were transported daily by mis- 
cellaneous operators, or a total of 8,565 passengers carried each 
day in all classes of flying during the first six months of this 
year.” 

Assistant Secretary Young explained that this figure would 
probably increase at least 25 per cent in the last half of 1929 
because of more favorable flying conditions and increased num- 
bers of airports, airplanes, pilots and operators. It is further 
estimated from reports received by the department that approx- 
imately 47,000,000 miles were flown by miscellaneous operators 
in the first six months of this year. According to time schedules 
published by the airways operators, there are now 90,909 miles of 
flying scheduled daily over established routes. Of this mileage 
51,801 are scheduled for the carrying of mail in addition to 
passengers and 39,108 miles are scheduled for the transport of 
passengers, express and freight. 

“In order to further the increasing utilization and develop- 
ment of aircraft,” Mr. Young said, “the Department of Com- 
merce is rendering every assistance to bring about a combina- 
tion of four essential elements: (1) Airworthy air craft ade- 
quately equipped and efficiently maintained, (2) flown by com- 
petent pilots over (3) suitably equipped airways, (4) in con- 
formity with standard air traffic rules.” 


c. Ss. S. & S. B. AIR HOOK-UP 

The Chicago, South Shore & South Bend Railroad has an- 
nounced two through-ticketing rail-air connections east and 
southeast, in effect November 30. Arrangements with the Stout 
Air Lines at South Bend wil] tie up Chicago, Hammond, East 
Chicago, Gary and Michigan City with Detroit, Mich., and Cleve- 
land, O. Connecting planes will leave South Bend at 10:15 
a. m. and 3:30 p. m. daily eastbound, served by South Shore 
Line trains arriving there at 9:20 a. m. and 2:20 p. m. The 
morning plane also will stop at Kalamazoo and Battle Creek, 
Mich. Flying time from South Bend to Detroit is three hours 
and five minutes, to Cleveland four hours and 35 minutes. 
Connection with the Embry Riddle Company at Chicago pro- 
vides South Shore Line patrons along the line with one hour 
and 45 minutes’ travel time between the Chicago municipal 
airport and Indianapolis, and only four hours between Chicago 
and Cincinnati. Planes leave Chicago at 8:30 a. m. and 9 
p. m. with approximately an hour required for station-to-airport 
transfer in Chicago. 

A rail-air hook-up with the Universal Air Lines system 
west and southwest has been in effect for two months. 

Transfer from South Shore Line trains to the Chicago mu- 
nicipal airport in the Embry Riddle connection will be the same 
as that of the Universal Air Lines system, by taxicab from 63d 
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Street (Woodlawn) station, which will be arranged for in ad- 
vance for the passenger. A simliar arrangement will be made 
at South Bend. 


TO ENCOURAGE FLYING 


Senator Schall, of Minnesota, has introduced S. 2214, a bill 
to amend the air commerce act of 1926 so as to provide further 
encouragement for civilian flying by Congress appropriating a 
total of $40,000,000, to be available at the rate of $8,000,000 a 
year for five years, for purchase of aircraft to be furnished to 
civilian flying clubs for instruction in flying. 


WAR AND COMMERCIAL AVIATION 


Commercial aviation is a very important factor in national 
defense, according to the annual report of Assistant Secretary 
of War F. Trubee Davison. 

Development of the aviation industry, progress in the manu- 
facture of planes, training of pilots and research work by the 
industry—all are of vital importance with respect to national 
defense, says Mr. Davison. 

“The rapid transportation of mail, express and passengers 
is far more essential in time of war than in peace,” says he. 

It is not practicable to convert commercial type airplanes 
into tactical type airplanes without a disastrous loss in the 
efficiency of army equipment, according to the report. 


STUDY OF AERONAUTICS 

Changing aspects of air transportation will be studied by 
the committee on aeronautics of the Chamber of Commerce of 
the United States, the personnel of which has been designated 
for the coming year. Among the subjects to which the com- 
mittee will give attention are the development of the “glider” 
movement, promotion of uniform state legislation covering in- 
trastate flying, aeronautical insurance, and the preparation of 
a chamber of commerce air manual. 

The members of the new committee are: W. Irving Bullard, 
Boston, Mass., chairman; Richard F. Hoyt, Hayden, Stone & 
Co., New York, vice-chairman; G. C. Bowden, district manager, 
Southern Bell Telephone and Telegraph Company, Inc., Atlanta; 
Howard E. Coffin, chairman of the board, National Air Trans- 
port, Inc., Detroit; H. H. Emmons, chairman of the board, De- 
troit Aircraft Corporation, Detroit; R. E. Fisher, vice-president, 
_ Pacific Gas & Electric Company, San Francisco; George B. Fos- 
ter, assistant to vice-president, Commonwealth Edison Company, 
Chicago; Harry F. Guggenheim, president, the Daniel Guggen- 
heim Fund for the Promotion of Aeronautics, New York; and 
L. S. Horner, president, Niles-Bement-Pond Company, New York. 


AIR MAIL EXPANSION 


Postmaster-General Brown, at a meeting held by the inter- 
departmental committee on air lines this week to consider pro- 
posals for extension of air mail service, said no funds were 
available for establishment of new routes and would not be 
until July 1. Members of Congress who attended the meeting, 
however, said they would support requests for appropriations 
for extensions of air mail service when made by the Post Office 
Department. 

The meeting was held for the purpose of permitting those 
interested to submit their views with respect to a proposed 
southwestern transcontinental air mail route. W. G. McAdoo 
appeared in behalf of a proposal of Southern Sky Lines, Inc., 
for transportation of air mail across the continent. The inter- 
departmental committee is to make a report to the Postmaster- 
General. 


WHEAT ELEVATOR CONGESTION 


Congestion of grain elevators at terminal markets, because 
of large carryover of old wheat and heavy early marketing of 
the new crop, was largely responsible for the disparity which 
existed between the wheat prices at terminal markets in Can- 
ada and at terminal markets in the United States from the 
middle of July to the first of October, according to a report 
issued by the Bureau of Agricultural Economics, U. S. Depart- 
ment of Agriculture, upon a special investigation of the situation 
made by the bureau at the request of the Federal Farm Board. 

“The congestion at terminal markets probably cost pro- 
ducers in the United States who sold their wheat during the 
period from the middle of July to the first of October, on the 
average about 10 cents per bushel,” the bureau says. “Stocks 
of wheat in the channels of trade have been so large that it 
has been a serious problem to find storage space for current 
receipts at the terminal markets. However, the congestion of 
terminals now appears to have passed its peak. 

“At the outset of the season total stocks of wheat in the 
United States were the largest on record. The greater part 
of these stocks were in elevators of the grain trade and the 
milling industry. The visible supply of wheat-.as of July 29, 





The Traffic World. ——_____o XV, No. » 


1929, amounted to 116,000,000 bushels, compared with 53,000 
the year before, and an average of 29,000,000 bushels in th 000 
preceding years. € five 


Transportation Factors 


“The congestion of storage space at the termina] mark 
appears to have been a major cause for prices of wheat in _ 
ada being higher than prices of like qualities of wheat Inj 
United States. At country points along the Canadian border 
there have been two factors of importance. On the one ine. 
freight rates from points in North Dakota and Montana to Min. 
neapolis and Duluth are considerably higher than freight sates 
from points just across the border to Fort William anq Port 
Arthur. On the other hand, prices of wheat at Minneapolis ang 
Duluth, from about the middle of July until the end of October 
were lower than prices of similar wheat at Winnipeg (basis 
Fort William-Port Arthur). This latter condition is an unugyaj 
situation and appears to have been due primarily to the short. 
age of grain storage space in the United States. 

“Prices were lower at Minneapolis and Duluth than at 
Winnipeg, primarily because of the greater seriousness of the 
storage situation in the United States. Although both countries 
had a large carryover at terminal markets, the new crop of 
Canada was small, whereas that of the United States was large 
As a result, Canada, though having a temporary congestion at 
certain terminals, really had ample storage space for the new 
crop. : 

“The lower prices at the United States terminal were also 
due in part to other factors. Early in the season the lower 
prices of the United States were due to the earlier movement 
of the crop and consequent earlier effect of the crop movement 
upon prices. Furthermore, in Canada cash wheat was not 
pressed for sale as it was in the United States. In the case 
of about half of the Canadian crop, this was because it was 
being marketed by the Wheat Pool, and hence it was not sold 
as it arrived at the terminals. In case of the portion of the 
Canadian crop which was sold at the terminals, there was no 
tendency to force the sale of grain on track, because the rail- 
ways do not charge demurrage on cars which cannot be un- 
loaded. In the United States, on the other hand, demurrage is 
charged for grain held on track and this forced its sale at 
prices below the basis of the current future. With cash prices 
below near futures in the United States, this tended to lower 
futures in the United States, whereas in Canada there was no 
cash discount to help to drive down the futures prices. 


Caution as to New Elevators 


“Although there has not yet been any marked increase of 
exports of grain, the congestion of terminals appears to have 
passed its peak. Mill grindings and the small quantity of wheat 
constantly being worked for export now appear to be equal to 
or slightly in excess of current receipts—receipts having fallen 
markedly during the past six weeks. Furthermore, there are 
indications that the export demand for United States grain is 
now increasing. 

“A striking feature of the present situation is that there is 
no more domestic wheat in the United States than there was 
a year ago. Although there is more wheat in the visible supply, 
there is less on farms, so country marketings during the re- 
mainder of the season will be much less than they were in the 
corresponding period of last year. In view of the prospect of 
an export demand during the remainder of the season consid- 
erably in excess of that of last year, the prospect is for a calTy- 
over into July, 1930, much smaller than the carryover into July 
of this year. 

“The inadequacy of the present terminal storage to meet 
this year’s needs should not be taken to indicate that a general 
program of building more terminal grain storage space should 
be entered upon. The carryover of grain from the past year 
has been the largest ever known and has created a very unusual 
situation. It is not likely that so much elevator space will be 
needed again for many years and any great increases in elevator 
space is likely to result in large operating losses for elevators 
during coming years. Much new capacity has already beeD 
added or is now being added, and while it may be advisable to 
build even more elevator space at certain points, each project 
should be considered with utmost care. Otherwise, — 
of new elevator space may find themselves with elevators ready 
to store grain but with insufficient grain to operate at a pro t. 


VESSELS FOR GULF 


In anticipation of substantial increases in the movement 
of grain, cotton and flour from Gulf ports to Europe in — 
few months, the Shipping Board has authorized the recondit - 
ing of six steel cargo steamers now in layup. The wo oa 
be ready for service within 60 days. The outlay autho “ 
amounts to $414,000. The vessels and deadweight tonnage “a 
as follows: Marne, 9,720; West Compo, 8,613; West ai 
yampa, 8,572; West Munham, 8,639; City of Alma, 8,727; , 
8,727. 
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OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


Officials of steamship lines report that both full cargo and 

parcel freight movements are continuing on an unusually small 
‘lume for the season of the year. The charter market is 
most non-existent, with only a few vessels fixed from time to 
ime at ballast rates. The supply of ships is well in excess of 
jemand and, with most shipowners, it is a question of accept- 
ing available rates or of returning their vessels across the 
tlantic in ballast. It is reported that about sixty ships loaded 
vith grain are expected to tie up for the winter in Montreal, 
ss there are no indications that it will be profitable to move the 
sain overseas before the close of navigation. 
* Termination of the St. Lawrence season is now at hand, 
ad whatever interest there is in the grain trade is being 
directed toward St. John and Atlantic ports. No fixtures have 
yet been reported. Some freight brokers mention hope of a 
thange in conditions, probably based upon the theory that they 
camnot get worse and for that reason must improve. 

A similar lack of activity is reported in the coal, sugar and 
time charter markets. 

Further meetings are being held in New York in an effort 
io settle difficulties in the Far East Conference prior to the 
anounced resignations of two lines to be effective in February. 
4n effort is being made to induce independent companies to 
join the conference and thus avoid the possibility of a rate war, 
it is reported. 

Two new rules concerning liability of carriers for loss or 
damage to cargo have been adopted by the Intercoastal Con- 
ference with a view to checking practices which have often 
imposed a heavy burden upon the lines. 

One rule, to be known as 5-B, is: “Carriers’ liability in event 
of loss and (or) damage shall not exceed the invoice value at 
the point of shipment, plus freight if paid and insurance, and 
inno event will any commission or brokerage over the fore- 
going be paid or allowed.” 

The second ruling, listed as 5-C, follows: “Claims covering 
partial loss or damage to goods moving under released liability 
rate will only be settled upon the proportionate amount of such 
loss or damage.” 

Augusto Merchan, Consul-General of Cuba, announces that 
consular invoices for Cuba covering shipments not exceeding 
$10 in value, do not require, in the future, to be accompanied by 
commercial invoices, or copies of same. 


All that is now needed for the inauguration of an American 
fag service between North Pacific ports and Europe is the allo- 
cation of eight of the Shipping Board’s converted motorships, 
according to a statement attributed to Kenneth D. Dawson, of 
Portland, Ore., who has just returned to the coast after a visit 
to Washington and New York. Application has been made for 
the allocation of these vessels, it is stated. They will have 
accommodations for sixteen passengers. Backers of the new 
service will include interests connected with the Tacoma- 
ro States, American-Hawaiian and Quaker lines, it is 
stated. 


Negotiations for the purchase of the property and assets of 
the Cuyamel Fruit company by the United Fruit Company are 
almounced by Samuel Zeemurray, president of the former com- 
pany, in a notice to stockholders. The purchase is to include 
property assets and good will of the Cortes Development Com- 
Pahy and subsidiaries of both companies. Cuyamel stockholders 
are to receive one share of Cuyamel, including beneficial in- 
lerests in Cortes Development. Holders of more than two-thirds 
ot Cuyamel capital stock are reported to have signed the con- 
sent agreement. Cuyamel has a fleet of twelve vessels, includ- 
ing three completed this year. 

Organization of the Western Ocean Steamship Corporation 
‘0 operate an American flag service to be known as the Western 

le between the United States and the West Indies is an- 
lounced by Robret J. Noble, Jr., vice-president and general man- 
ped of the company, who formerly was connected in the same 
oe with the Ocean Dominion Steamship Corporation. The 
«W company is a subsidiary of the North American Car Corpor- 
ation of Chicago. 
, The service is to start with two oil burning passenger and 
‘go steamers, the Western Ocean, which is 400 feet long and 
ate Speed of 15 knots and accommodations for 114 passengers 
rst and second cabins, and the Western Wave, a vessel of 


the same type, with a speed of 13 knots and accommodations 
for the same number of passengers as the first named. 

Both vessels have side ports for cargo and are specially 
equipped for the carriage of unboxed automobiles, cargo in car- 
tons and general merchandise. The Western Ocean is to sail 
from New York for St. Thomas, St. Croix, St. Kitts, Antigua, 
Gaudeloupe, Dominica, Martinique, St. Lucia, Barbados, St. Vin- 
cent, Grenada, Trinidad, Demerara, Paramaribo and Cayenne. 
The Western Wave is to sail January 3, making these calls as 
far as Demerara. 

The service is to be maintained on a fortnightly sailing 
basis. This, it is stated, will be the only American flag pas- 
senger and cargo service touching the Virgin, Leeward and 
Windward Islands and the Guianas. 


OCEAN MAIL CONTRACTS 
The Traffic World Washington Bureau 


Construction of approximately 40 new vessels aggregating 
460,000 tons and costing approximately $250,000,000, within the 
next ten years, is expected to materialize as the result of the 
decision of the President’s interdepartmental committee on 
ocean mail contracts that, under the Jones-White merchant 
marine act of 1928, the Postmaster General must award ocean 
mail contracts to the lowest bidder. 

After a meeting of the committee early this week, Post- 
master General Brown said the Post Office Department would 
advertise for bids for the carriage of United States mail on 13 
ocean routes. Under the contracts that will be awarded, the 
successful bidders will be required to build new ships. Aid for 
the construction of these vessels also will be obtained in the 
way of loans up to 75 per cent of the cost of construction from 
the Shipping Board’s ship construction loan fund that may be 
increased to $250,000,000 at any one time under the Jones- 
White act. 

The Shipping Board will certify to the Postmaster General 
the type, size, speed and other characteristics of the vessels 
required to serve the routes under the mail contracts. In addi- 
tion to the 13 routes, two more routes are under consideration. 

The 13 routes are as follows: Three from New York and 
north Atlantic ports to Europe; one from New Orleans to east 
South America; one from New Orleans to Spain, Portugal and 
west Mediterranean ports; one from Baltimore and Newport 
News to German ports; one from New York to Puerto Colom- 
bia; one from San Francisco to Puerto Colombia; one from 
New York to Valparaiso; one from Tacoma to Valparaiso; one 
from New York to Limon; one from New Orleans to Puerto 
Colombia, and one from San Francisco to Corinto. The two 
under consideration are from New York to Black Sea ports and 
from San Francisco to Manila. 


The United States Lines, Inc., operator of the former gov- 
ernment trans-Atlantic passenger service, is expected to bid for 
ocean mail contracts in the service between New York and 
British and European ports. It proposes to build four new 
ships, two of which will be so-called super-ships. 

Postmaster General Brown estimated that total mail com- 
pensation under the thirteen contracts to be awarded would 
amount to about $10,000,000 annually, or about $5,000,000 in ex- 
cess of the cost at the regular poundage rates. He pointed out 
that, under the Jones-White act, replacements in the merchant 
marine would be required to modernize it. He referred to fast 
service of foreign lines in the north Atlantic and said that 
American mails must go on the fastest ships and that American 
flag ships must meet the competition of the fastest ships in the 
north Atlantic. 

A number of ocean mail contracts had been awarded prior 
to the development of the situation involving the question 
whether preference should be given to purchasers of Shipping 
Board lines in the matter of ocean mail contracts. Five of 
those contracts require the construction of 12 vessels at a cost 
of approximately $50,000,000. 





SOUTH WALES PORTS AND GRAIN 
The Great Western Railway Company recently announced 
plans to make its South Wales ports greater centers for the 
importation of grain, flour, and general cargoes, according to a 
report from Vice-Consul Paul C. Seddicum, Cardiff, Wales, made 
public by the Department of Commerce. 
A suction discharge plant of the latest type, and grain float- 
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ing dischargers, with a capacity of 120 tons an hour, have been 
installed recently at Cardiff for the purpose of attracting the 
trans-Atlantic grain trade. 

Efforts recently have been made to increase the sale of 
Welsh steam coal in Canada and extension of this trade is 
dependent largely upon the opportunity of steamers to obtain 
full cargoes of grain for the return voyage. As Great Britain 
is the largest single purchaser of Canadian grain, the plan is 
considered feasible by Welsh coal exporters. The South Wales 
ports are well equipped to handle grain, and by loading coal 
and discharging grain at the same port, overhead expenses 
would be cut to a minimum. Tests of Welsh steam coal now 
are being made in Canada, and their results are being awaited 
by coal exporters in Wales. 

Welsh shipping companies also are increasing their fleets 
and modernizing the ships which they now control. Nine new 
ships were launched in September and October and 21 since 
January 1, 1929, for South Wales owners. 


CUSTOMS AND PORTS 


The Traffic World Washington Bureau 


Recommendations to the twenty-one American governments 
aimed at simplification and greater uniformity with respect to 
customs and port methods and to the rapid development of com- 
mercial aviation were approved at the closing session of the 
Pan-American Commission on Customs Procedure and Port For- 
malities this week. 

The work of the conference covered a wide range of sub- 
jects dealing with methods of collecting customs duties, with 
questions of port dues and charges and the improvement of 
ports and harbors, and with rules and regulations for airports. 

Recognizing that commerce by airplane was an infant indus- 
try and that hard and fast rules at present might tend to check 
its growth, the conference recommended to the American gov- 
ernments that “legislation formulated for aerial navigation be 
very simple, so that compliance with such regulations will not 
give rise to conditions that will serve to retard the rapid move- 
ment which is characteristic of this new means of transpor- 
tation.” 

In connection with its recommendations on customs pro- 
cedure, the conference adopted the following: 


The basis for the application of advalorem duties shall be the 
F. O. B. value, as defined by the laws of the importing country, 
po = _merchandise in the port or point of export in the country 
of origin. 


The United States delegation did not subscribe to this rec- 
ommendation, as the question of whether foreign or American 
valuation shall apply on imports has been a matter of congres- 
sional discussion, in connection with the tariff. 

Other important recommendations relating to customs pro- 
cedure were that “net weight” be used as a basis in the applica- 
tion of customs duties in those countries where duties were 
levied on the weight of the merchandise; that there be “consoli- 
dation of customs charges’; that “emoluments of customs 
officials be at the expense of the government”; that thirty or 
more days’ notice be given of changes in customs or port regu- 
lations; that administrative customs officers or advisory boards 
be authorized “to examine a sample of the merchandise with a 
view to informing the inquirer with reference to the classifica- 
tion to which it belongs, in accordance with the customs tariff 
schedule of the respective country, even before an actual impor- 
tation be made.” 

“Establishment of a central authority, preferably a customs 
court, authorized to hear and rule upon appeals made from de- 
cisions of customs officers,” was another recommendation of the 
conference. The principle of confiscation of merchandise, or 
confiscation with fine or imprisonment, or both, “for false dec- 
larations made with intent to defraud,’ was approved by the 
conference. The action of the conference was against participa- 
tion by customs officials or by tribunals which render final 
decisions in cases submitted for their consideration, in fines 
that may be imposed. 

As to port formalities the conference recommended that en- 
trance and clearance fees be “fixed at a certain sum per ship.” 
Tonnage dues, it was recommended, should be on the net 
registered tonnage basis; and the same applied to pilotage, 
anchorage, moorage, dockage and wharfage charges. A fixed 
nominal charge for bill of health certificates was recommended. 

As to improvement of ports and harbors the conference 
recommended to the governments that “in the development of 
their administrative programs, preferential attention be given 
to the construction or improvement of port facilities, as an im- 
mediate act of cooperation on the part of the respective coun- 
tries in the development of greater facilities for maritime and 
commercial traffic and for the ultimate expansion of trade.” 

Addressing the concluding session, Secretary of Commerce 
Lamont, in part, said: 


In international commercial transactions the producers of articles 
rarely deal directly with the ultimate consumers; the various steps 
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in the negotiation being handled by merchants, tra 
bankers and other services. Governments are important 
these transactions for- they provide services, facilities and 
to the buyers, sellers and intermediaries. I am concerned a tection 
services having under my direction in the department pple these 
many thousands of men in twelve separate bureaus and of imetee 
aid in the promotion, development and protection of the aan Who 
and industry of the United States at home and abroad ommerce 
I trust that our governments will appreciate your labor b 
consideration of your recommendations and suggestions for” 
simplification of customs procedure and port formalities th the 
encouraging the continuation of this work. » Mereby 
I congratulate you, gentlemen, upon the progress you have mage 


OCEAN AGREEMENTS APPROVED 


Eleven ocean agreements, filed in compliance with sectio 
15 of the shipping act of 1916, were approved by the Shippine 
Board November 26. Summaries of the agreements follow: . 


On lines, 
actors jn 


Calmar Steamship Corporation with United States Lj 
tions, Inc. (United States Lines and American lh ag Opera. 
Covers through shipments from Pacific coast ports of call of Cal 
to London, Southampton, Hamburg and Bremen. Through sabes an 
to be based on direct line rates and are to be apportioned e 4 
between the lines, each of which is to assume 50% of the po | 
<a ¢ a 7 Ri ™ 

e New York & Porto co Steamship Company w r 
Steamship Corporation: Through billing arrangement covering oe 
ments of rice from Pacific coast ports to Porto Rico via New York 
Through rates are to be based on direct line rates and apportioned 
55% to Calmar and 45% to New York and Porto Rico, the cost of 
transhipment to be borne by the carriers upon the basis of their par- 
ticipation in the through rate. 

The New York & Porto Rico Steamship Company with Calmar 
Steamship Corporation: Arrangement for through shipments of 
canned goods, dried fruit and beans from Pacific coast ports to Porto 
Rico. Through rates, which are to be based on direct line rates, and 
cost of transhipment at New York are to be apportioned 60% to 
Calmar and 40% to New York and Porto Rico. Arrangement is sub- 
ject_to minimum bill of lading charge of $6, to be apportioned $2.5 
to New York and Porto Rico and $3.50 to Calmar, the latter to assume 
cost of transhipment. 

Calmar Steamship Corporation with the Border Line Transporta- 
tion Company: Arrangement for through shipments from Victoria, 
Vancouver and Powell River, B. C., to north Atlantic ports of call of 
Calmar upon combination of local rates of the participating carriers, 
plus cost of transhipment at Seattle or Tacoma. When shipments 
aggregate 10 tons or more vessels of Border Line Transportation 
ae are to deliver same to Calmar pier, eliminating drayage 
charges. 

The New York & Porto Rico Steamship Company with Panama 
Pacific Line: Covers through shipments of canned goods, dried fruit 
and beans from Pacific coast ports to principal ports of call in Domin- 
ican Republic, with transhipment at New York. Through rates are 
to be based on direct line rates, which are 20c per 100 pounds higher 
than direct line rates to Porto Rico, plus tonnage and wharfage fee 
of $1.40 per 1,000 kilos. Panama Pacific Line’s proportion under the 
agreement is to be 60% of the through rate to Porto Rico, the re- 
mainder to accrue to New York & Porto Rico Line. Transfer charges 
at New York are to be assumed by the lines on the basis of 60% 
by Panama Pacific and 40% by New York and Porto Rico. Arrange- 
ment is subject to minimum bill of lading charge of $7.30, to be 
apportioned $3.50 to the intercoastal carrier and $3.80 to the on- 
carrying line. 

Calmar Steamship Corporation with Kerr Steamship Company, 
Ine.: Agreement for through shipments from north Atlantic ports of 
call of Calmar to Yokohama, Kobe, Shanghai and Manila, with tran- 
shipment at San Francisco. Through rates are to be based on direct 
line rates and apportioned equally between the lines after deduction 
of transhipping charges. The purpose of this agreement is to estab- 
lish uniform rates, regulations and practices in connection with the 
handling passenger traffic between Italy and the United States, and 
to promote cooperation between the member lines. It requires ad- 
herence by members to minimum rates of passage established by the 
conference. Provision is made for admission of other carriers en- 
gaged in passenger traffic upon equa] terms with member lines upon 
compliance with the terms of the agreement, while members may 
withdraw upon thirty days’ written notice; withdrawal of a member 
line to release all other members unless otherwise agreed by the lat- 
ter. Commissions to agents end paste py by member lines are to 
be subject to the agreement, and provision is made for settlement by 
arbitration of disputes, complaints and claims. Granting of free 
trasportation or reduced rates is prohibited except as may be unanl- 
mously agreed upon. Action violative of any of the regulatory pro- 
visions of the shipping act is expressly prohibited. 

Dimon Steamship Corporation with Los Angeles Steamship Com- 
pany: Arrangement for through shipments from Atlantic coast ° 
San Diego, Cal., with transhipment at Los Angeles harbor. Thsees 
rate is to be local rate of Dimon to Los Angeles plus 30c per ! 
pounds, out of which Dimon is to absorb cost of transferring ship- 
ments at Los Angeles harbor. Los Angeles SS. Company's are), 
tion is to. be 25¢c per 100 pounds (minimum bill of lading charge eo 
out of which it is to absorb outbound wharfage at Los Angeles 40 
inbound wharfage at San Diego. , 

American-Hawaiian Steamship Company with Navigazione Gen- 
erale Italiana: Through billing arrangement covering shipments from 
Pacific coast ports to Genoa and Naples upon a combination of local 
rates plus cost of transfer at New York. t 

Gulf Pacific Line with Matson Navigation Company: Le ng 
for through movement of cargo from gulf ports to Australasian oe 
via San Francisco. Through rates are to be no lower than 97 
line rates of lines operating from New York to Australia and ole 
be apportioned equally. The arrangement is subject to — 
proportion of $8 per ton weight or measurement to Matson =" i. 
tion Company, except as otherwise specified in the agreement. is to 
mum bill of lading charge is to be $5, of which each carrier 
receive one-half. ny: 

Calmar Steamship Corporation with Cunard Steamship “ey 4 
Arrangement for through shipments from Pacific coast ports Mg Phil- 
don, Liverpool and Glasgow, with transhipment at New Yor * §9 
adeiphia, Baltimore or Hampton Roads. Through rates 49 cwoet 
based on direct line rates and are to be apportioned equally trad: 
the carriers, each of which is to assume one-half of the cost fi > 
shipment. Arrangement is subject to minimum Dill of lading ¢ 
$5, which is likewise apportioned equally. 
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N. Y.-N. J. TERMINAL DEVELOPMENT 
The Traffic World New York Bureau 


Details of an agreement between the Port of New York 
Authority and the City Commission of Jersey City for the devel- 
opment of the Little Basin and adjacent city-owned property 
fronting on the Hudson River in Jersey City, were announced 
this week in a joint statement following a final conference be- 
tween representatives of the two bodies. Mayor Frank Hague 
stated that Jersey City had invited the Port Authority to co- 
operate in the project, which is one of the most important water- 
front improvements contemplated in New York Harbor. 

It is intended that the Port Authority undertake to acquire 
the Little Basin, formerly the terminal of the Morris Canal, 
from the State of New Jersey and to finance and develop the 
property in accordance with the specifications of the joint en- 
gineering plan. The city then would lease the completed ter- 
minal from the Port Authority for an annual amount sufficient 
to pay the interest and amortization charges and in turn sublet 
it for operation. 

The plan includes the construction of four modern steel 
piers, 1,000 to 1,200 feet in length in the area between Little 
Basin and Grand street. These piers will be large enough to 
accommodate the largest passenger and freight vessels now 
afloat or planned to be built. It also includes a marine basin 
to be created in South Cove at the foot of Henderson street for 
the docking of freight steamers and harbor craft. 

A marginal street railway is to be built, giving the five 
trunk line railroads entering Jersey City access to the piers. A 
new highway is to run north along the waterfront from Little 
Basin behind the new piers, and eventually to the new piers of 
the Pennsylvania and Erie railroads and the entrance of the 
Holland vehicular tunnel. 

Bonds are to be issued by the Port of New York Authority 
to cover the entire cost of construction. Rentals and leases to 
various steamship companies are to be controlled by the City 
Commission of Jersey City, which will have full control of piers 
and terminal when completed. The whole property is to revert 
to Jersey City when the bonds are amortized. 


DISCONTINUES NEW YORK LOADING 


The Munson-McCormick Line announces that, in order to im- 
prove its westbound intercoastal schedule, it is at least tem- 
porarily discontinuing loading at the Port of New York. The 
last vessel to sail from New York will be the Walter D. Mun- 
son, November 30. 

The new schedule will provide for sailings every fourteen 
days from Baltimore and Philadelphia, Baltimore being the first 
loading port. This service will begin with the Chas. R. Mc- 
Cormick, sailing from Baltimore December 7, Philadelphia De- 
cember 11. This will permit the line to give quicker service 
from Philadelphia and Baltimore to the Pacific Coast than 
when New York was included in the westbound itinerary. 


NEW JERSEY RATE ACTION OPPOSED 


Steamboat men, lumber, dry goods, real estate and ware- 
house interests, representing twenty-five different organizations, 
at a luncheon-meeting at the Chamber of Commerce of the 
State of New York, unanimously adopted a resolution declaring 
opposition to the petition of the State of New Jersey, which 
seeks to have the Commission order a preferential rate in 
lighterage and trucking in New York Port in favor of New 
Jersey as against New York. The petitioners seek to have the 
charges segregated from the through regular railroad rates. 
Leonor F.. Loree, president of the chamber and president of the 
Delaware and Hudson, presided at the meeting. 


COMMERCE IN U. S. SHIPS 


American vessels, in the nine months ended with September, 
carried 32.1 per cent of the general imports and 34.4 per cent 
of the domestic exports, by value, in the water-borne foreign 
trade of the United States, as compared with 32.2 per cent and 
34.3 per cent, respectively, in the corresponding period of 1928, 
according to the monthly summary of foreign commerce of 
the Department of Commerce. For September, American ves- 
sels carried 30.7 per cent of the general imports as compared 
was 32.4 per cent in September, 1928, and 35.5 per cent of the 
domestic exports, as compared with 33.4 per cent in September, 
1928. 


PARCEL POST REGULATION 


Effective at once, the Post Office Department has announced 
the maximum length for parcel-post packages, addressed for 
delivery in Bermuda, Finland, Luxemburg and Poland, will be 
increased from 3 feet 6 inches to 4 feet. However, parcel-post 
packages over 42 inches and not over 44 inches in length must 
not exceed 24 inches in girth, parcels over 44 inches and not 
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over 46 inches in length must not exceed 20 inches in girth 
parcels over 46 inches and up to 4 feet in length must pg 
ceed 16 inches in girth. ex. 





COASTWISE LAWS AND PHILIPPINES 


Extension of the coastwise laws to the Philippines Which 
would exclude foreign flag ships from the trade between th 
islands and the United States, would be prejudicial to the 
interests of the islands, according to the annual report of Brie 
Gen. Parker, chief of the bureau of insular affairs of the We 
Department. It was further stated that it was at least doubtful 
whether such extension would ultimately benefit American shi 
ping. The Department of State and the War Department ml 
opposed to extension of the coastwise laws to the islands, 


ELECTRIC SHIPS FOR TRANS-OCEANIC SERVICE 


The first electric passenger vessels for trans-oceanic Sery- 
ice are to be built by the Newport News Shipbuilding anq pry 
Dock Company for the Dollar Steamship Line. Two Vessels 
over 600 feet long, with turbine-electric propulsion anq com- 
pletely otherwise equipped electrically, are to be constructed 
for this company. 

The two vessels will be sister ships, of twin-screw design and 
built for a speed of 20 knots. The first one to be constructeg 
will be completely electrified by the General Electric Com. 
pany. It will have accommodations for 450 passengers and a 
crew of more than 300, and will be equipped to carry genera] 
cargo in 632,000 cubic feet of storage space, and perishable cargo 
in 67,000 cubic feet of refrigerating space. 


SOUTH AFRICAN TRANSHIPMENT SERVICE 


The Libera Line, Navigazione Libera Triestina, S. A., for 
which the General Steamship Corporation is general agent on 
the Pacific Coast, announces a new service from the Mediter. 
ranean to South Africa with the departure of the SS. “Piavye” 
from Genoa February 15, 1930. The vessels will proceed from 
Italy via the Canaries to Walfish Bay, Capetown, Algoa Bay, 
East London, Durban, Lourenco Marques, Boira. This new 
transshipment service will connect with the direct service from 
the Pacific Coast to Mediterranean of the Libera Line and vill 
deliver cargo from the Pacific Coast in record time. Fotir ves- 
sels will be employed—‘‘Piave,’ ‘“‘Duchessa D’Aosta,” “Ro- 
sandra,” “Timavo,” sister ships of 10,500 tons. They have been 
converted into oil-burners and will maintain an average speed 
of 12 knots. 

This new service replaces the previous service maintained 
by the Libera Line to South Africa, where vessels proceeded 
via Suez Canal, whereas now they will proceed westward 
via Gibralter. Through rates of freight in connection with 
the new service are quoted on all commodities from the Pa- 
cific Coast, and a special tariff has been issued by the General 
Steamship Corporation covering all ports to which tranship- 
ment can be effected via the Mediterranean in connection with 
the monthly sailings of the Libera Line from this coast. 


PERE MARQUETTE FERRY 


The first of the two high-speed electric ferries being built 
for the Great Lakes service of the Pere Marquette Railroad had 
its dock trials last week, and the second is expected to have 
its trials soon. Both boats are equipped with turbine-electric 
propulsion equipment manufactured by the General Electric 
Company. s 

The two ferries are the first of their type to be equipped 
with electric drive. Running at a speed of 18 miles an hour, 
they are expected to effect a material reduction in the time 
consumed in shipping freight cars via the Great Lakes. They 
will operate on Lake Michigan between Ludington, Mich., and 
points in Wisconsin. 


REVENUE AND EXPENSE STATISTICS 

Statistics on operating revenues and operating expenses by 
class of service of Class I steam railways in the United States 
for the year ended December 31, 1928, have been issued by . 
Commission in Statement No. 29150, prepared by the Bureau ° 
Statistics. ’ 

Explaining that the Commission’s rules did not provide for 
dividing between freight and passenger services the rs 
of non-revenue haulage performed by one service for the — 
of the other, as when freight trains hauled coal to be — 
by passenger locomotives, the bureau said such an adjustmen” 
had not been made in computing the following ratios of expensé 
to revenue for each service: 


All Eastern Southern bare =) 

Class of Service Districts District District 4.18 

PYOIgnt BSFVICE ..0ccccccees 67.38 70.57 66.74 102.21 
Passenger service......... 91.69 82.24 99.81 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
rf nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 





Weights and Weighing 


Ohio.—Question: A question has come up relative to the 
loading of cars to capacity weight. 

The commodity that we have reference to is sand, which 
is loaded at our dock, it being impossible for us at times to 
know the amount of sand loaded in the cars in order to load 
the cars to full capacity. 

The tariffs of the various carriers call for 90 per cent of 
the marked capacity, unless the cars are loaded to visible or 
cubical capacity, and in such cases we have our bills of lading 
show that cars are loaded to visible or cubical capacity. We 
claim that, under these conditions, the actual weight should 
govern, regardless of the capacity weight of the car. 

The railroads take the position that charges should be 
assessed upon 90 per cent of the marked capacity, regardless 
of this notation on the bills of lading. 

Inasmuch as the published tariffs provide that where cars 
are loaded to visible or cubical capacity the actual weight should 
govern, we claim that legally this is the weight that should 
govern in the payment of freight charges and that 90 per cent 
of the marked capacity is not a legal charge. 

Answer: If the carrier’s tariffs provide that the minimum 
weight on sand shall be 90 per cent of the marked capacity of 
the car unless the car is loaded to cubical or visible capacity, 
shipments on which charges are assessed on basis of 90 per cent 
of the marked capacity of the car, if the car is in fact loaded to 
visible or cubical capacity are overcharged to the extent of the 
difference between a weight based on 90 per cent of the marked 
capacity of the car and a lesser weight if the car is loaded to 
visible or cubical capacity. 

It is a question of fact as to whether a car is loaded to 
visible or cubical capacity and it is probable that your disagree- 
ment with the carriers hinges upon the question of whether 
or not certain cars were loaded to visible or cubical capacity. 
See, in this connection, Unreported Opinion A-235, Lamb-Davis 
Lumber Co. vs. Great Northern Ry. Co., and Minimum Weights 
on Corn in Southwest, 26 I. C. C. 197. 


Tariff Interpretation—Application of Intermediate 
Affected by Form of Concurrence 
Ilinois.—Question: What effect, if any, did the form of 
concurrence have on an intermediate clause prior to the effec- 
tive date of Tariff Circular 20? Particularly FX-6 concurrence. 
Reference to authoritative rulings or citations will be ap- 
preciated. 
Answer: The provision of Tariff Circular No. 20, to which 
you have reference is the following statement in rule 27: 


Rule Not 


* * * Concurrences are not posted at stations and their provisions 
are not published in tariffs. Unless otherwise provided in the tariff 
intermediate application rules establish rates from (or to) inter- 
mediate points on the lines of carriers parties to the tariff without 
regard to the concurrence forms and members under authority of 
which carriers are shown as participating carriers, * * * 


While we locate no decision of the Commission specifically 
in point, it is our opinion that the principle of the Commis- 
sion’s decision in Healy and Towle vs. C. & N. W. Ry. Co., 43 
I. C. C. 83, would govern the interpretation of a tariff under 
circumstances such as outlined in the present provisions of 
rule 27 of Tariff Circular No. 20. In this case the Commission 
said: 


Complainants contend that the tariff of the North Western con- 
tained no restriction prohibiting routing according as the shipments 
moved, and that a through rate of $82.50 per car should have_ been 
applied. Upon examination of the tariffs it appears that the North 

estern published a tariff, in which the Omaha is shown as a par- 
ticipating carrier, containing a rate of $82.50 per car from South 
Omaha to Manitowoc, Wis., which applied by intermediate applica- 
tion to Wausau. No provision is found in this tariff restricting the 
application of the rate by way of the North Western only. The con- 
currence of the Omaha is, however, limited to traffic between points 
on the Omaha and points on or via the North Western. Inasmuteh as 
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the traffic originated on the North Western at South Omaha 
of $82.50 per car did not apply in connection with the Om the rate 
the rates charged were legally applicable. * * * aha, and 
Concurrence sheets are not posted in the same manner 
tariffs, and no opportunity is afforded the general public to a8 are 
whether or not the terms of the concurrence limit the ape 
of the tariff in so far as the participating road is concerned — 
tariff of the North Western offered to the public a rate a F 
per car on horses from South Omaha to Wausau over the n $82.50 
movement, and as to the shipments from that point the $82.50." of 
must be protected. The tariff or the concurrence must b “00 rate 
diately corrected. é imme- 






Reconsignment—Diversion Orders Given Before Shipme 
Point of Origon penees heme 


Ohio.—Question: Referring to “Ohio,” page 1202 

World of November 9. » Traffic 
You quote a proposed Note 1 which you state had been 

published in carrier’s tariffs. Attention is directed to Paragraph 


K, of Exceptions, which reads as follows: 


, For a single diversion or reconsignment if order for such dive 
sion or reconsignment is received at initial billing point before car 
leaves the yard at such initial billing point, provided the change 
involves no extra movement of the car. - 


Attention is also directed to reconsignment rule 15, shoy. 
ing the minimum quantity to be diverted or reconsigned, 

Answer: Under the provisions of rule 15 of the reconsigp. 
ing tariffs, freight shipped at less-than-carload or any-quantity 
ratings when forwarded in one car, from one station, on one 
day, by one shipper, on one bill of lading, for delivery to one 
consignee at one destination, will be diverted or reconsigned 
subject to the same rules and reconsignment charges applicable 
to carload freight, provided the revenue paid on the commodity 
in question is not less than charged for 24,000 pounds, or where 
the car is fully loaded. 

In accordance with the provisions of the exception, to which 
you refer, no charge is made for a single diversion or recon- 
signment of the order for such diversion or reconsignment is 
received at initial billing point before the car leaves the yard 
at such initial billing point, provided the change involves no 
extra movement of the car. 

Whether the above referred to provisions of the reconsign- 
ing tariffs are applicable depends upon the conditions under 
which the shipment in question was made, i. e., whether or 
not there was an extra movement of the car, the basis on which 
charges are paid, etc. 

Tariff Interpretation—Minimum Weights 


New Jersey—Question: Your help in solving the following 
problem in tariff interpretation will be greatly appreciated. 

Item 5357 of Transcontinental Freight Tariff No. 1-F covers 
rates on tractor treads in carload lots, subject to different rates 
according to different minimum weights. A question has come 
up as to the application of rule 34 in connection with ordering 
cars for loading. 

Will you kindly advise if the publishing of the commodity 
rate in item 5357 removes entirely the application of rule 3 
of the classification and makes these articles subject to rule 
24. In connection with this, will you kindly advise any Com- 
mission rulings concerning the application of classification rules 
on commodity rates when specific rules to cover are not pro 
vided by the commodity item or tariff, especially so in connection 
with transcontinental tariffs? 

Answer: In our opinion, the rating on tractor treads, cal- 
loads, as published in item 5357 of Transcontinental Freight 
Bureau Tariff No. 1-F, Agent Toll’s I. C. C. No. 1213, is not 
subject to rule 34 of the classification, even assuming that item 
790, which provides that the rules published in the current 
Western Classification also govern the application of rates 
named in this tariff, but is subject to item 792 of the tariff 
which rule applies in connection with items in the tariff when 
the minimum carload weight provided for any commodity 3s 
50,000 pounds or more, it being provided in item 790 that the 
rules in the classification govern, except as otherwise provided 
below or in individual rate items of this tariff. The provisions 
of item 790, which, in our opinion, govern, read as follows: 


(a) Except where specifically provided to the contrary in ied 
dividual items of this tariff, when minimum carload weight — 
for any commodity is 50,000 pounds or more and cars are furnieee 
with carrying capacity of less than the required minimum, the om 
mum carload weight will be the marked capacity of the car furnis 
but not less than 40,000 pounds. : vying 

(b) Carrier will furnish car of dimensions or weight pongo 
capacity ordered by shipper if practicable, but if carrier for its - 
venience furnishes car of different dimensions or weight on 4 
capacity, the following rules will govern, provided the Sarit 
the packages and in the condition as tendered to the initia he = 
could have been loaded into or upon the car ordered by the § aity 
Orders will not be accepted for cars of less weight carrying m4 pond 
than the prescribed minimum weight governing rate applica eeding 
for box cars exceeding 50 feet in length, nor for open cars exc 
45 feet in length. tev ig furnished, 

(c) Where car of greater dimensions or capacity 1s se or 
pena = os apetes on basis applicable to car of dimens 
capacity orderd by shipper. ‘ers 

(d) Does not apply to bulk freight, i. e., freight which carrie 
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THE REDWOOD LINE 


Announces an Even Greater 
Gulf-Intercoastal Steamship Service 
Between the Gulf of Mexico 


And Pacific Coast Ports 
On the Same 14-Day Sailing Schedule 





Direct service to Seattle, Portland and Tacoma as well as 

to Los Angeles and San Francisco is now offered and on 

the Gulf Coast, Houston, Galveston and the Sabine ports 
will be served in addition to New Orleans and Mobile. 





NEW YORK CHICAGO ST. LOUIS 
H. E. Devoy Ray F. Thompson H. W. Hoffman 
7-11 Water Street 2118, 105 W. Adams St. 1956 Railway Exchange 





A New Ship Added 


So great has been the response of the Midwest Shippers to the Redwood Line’s effort 
to enable them to market their goods on the Pacific Coast on a competitive basis 


that 


The Redwood Line felt that it could not fail to maintain its sailing 
schedule while increasing its territory and for that reason added the 
S. S. Delight to the five ships it was already operating. 











HOUSTON, GALVESTON, SEATTLE, PORTLAND, 
PORT ARTHUR, BEAUMONT, TACOMA 
ORANGE, LAKE CHARLES McCormick Steamship Company 
Gulf Caribbean S.S. Line, Inc. McCormick Terminals 
NEW ORLEANS BIRMINGHAM MOBILE 
Albert H. Start H. B. Rox Wm. Gorman 
1415 New Orleans Bank Bldg. 201 Brokers Bidg. 206 State Office Bidg. 
SAN FRANCISCO LOS ANGELES 
L. B. Fitch, Western Traffic Mgr. E. M. Cantelow 
1 Drumm Street 704 So. Spring Street 
REDWOOD LINE, Inc. 
THEODORE BRENT E. A. RATELLE C. D. ARNOLD 
Pres. Asst. to Pres. Asst. Traffic Mer. 





General and Local Offices Located: 
142] New Orleans Bank Building - - - - - - - - 226 Carondelet Street 
NEW ORLEANS 
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do not accept in bulk for less carload shipment. When car of smaller 
dimensions or less capacity is furnished actual weight applies pro- 
vided it is loaded to its capacity; the balance of the shipment will 
be taken in another car at actual weight and carload rate, and the 
entire shipment will be subject to carload minimum weight applicable 
tot car of dimensions or capacity ordered. 

(e) When open car of specified length is ordered and two shorter 
cars are furnished, charges on the two cars will be applied on basis 
applicable to car of length ordered. 


Tariff Interpretation—Application of Rule 24 of Classification 


Ohio.—Question: Kindly give us your opinion or references 
to Interstate Commerce Commission ruling on the following: 

A shipment of furnaces from Elyria, O., destined San Fran- 
cisco, Calif., loaded in two cars, the first car weighing 27,012 
pounds, rated as 30,000 pounds, the second car weighing 15,451 
pounds. The rate of $1.68 per hundred at the weight of 45,451 
pounds was assessed in accordance with item 3225 of Toll’s 
Tariff 1-F, I. C. C. 1218. 

Will you please advise if item 3225 is subject to rule 24 
of Consolidated Freight Classification No. 5, as we maintain 
that this item must make reference to rule 24 or item 860 of 
Toll’s 1-F. For example, item 5505, which applies on passenger 
automobiles, makes reference to rule 34, therefore, we feel that 
when rule 24 of the Consolidated Freight Classification No. 5 
is to be used, it cannot be used in connection with item 3225, 
and we must assess the class rates published in section 1 of 
the tariff. We further maintain that when the rates in item 
3225 are to be used we must assess the rate of $1.68 per hundred 
at 30,000 on the first car and the rate of $1.68 on the second car 
at the weight of 24,000 pounds. Kindly advise. 

Answer: In our opinion, the decision of the Commission in 
Owosso Manufacturing Co. vs. Michigan Central R. R. Co., 147 
I. C. C. 758, would be applicable in the instant case were the 
minimum weight governing the rate item less than 30,000 
pounds, but unless rule 34 governs, in which event rule 24 does 
not apply, rule 24 not being applicable where an item is subject 
to rule 34, rule 24 is applicable in connection with item 3225 
of Agent Toll’s I. C. C. 1213. 

With respect to the application of rule 34 of the classifica- 
tion in connection with commodity rates, see our answer to 
“Massachusetts” on page 708 of the September 21, 1929, Traffic 
World, under the caption “Tariff Interpretation—Application of 
Rule 34 of Classification to Commodity Rate,” in which answer 
reference is made to the decision of the Commission in Paine 
Lumber Co. vs. Tenn. Central Ry. Co., 136 I. C. C. 559. 

It will be observed that the provisions of the tariff, which 
were the subject of the Commission’s decision in the above 
referred to case, were much more specific, in so far as the 
application of rule 34 of the classification is concerned, than the 
provisions of item 790 of Agent Toll’s I. C. C. No. 1213. 

Furthermore, the fact that certain items, such as item 5505, 
make cross reference to rule 34 would indicate that, in the 
absence of cross reference, rule 34 does not apply, notwith- 
standing the provisions of item 790, which reads as follows: 


The rules published in the current Western Classification also 
govern the application of rates named in this tariff, except as other- 
wise provided below or in individual rate items of this tariff. 


The rule which was the subject of the decision in the Paine 
Lumber Co. case provides that “The commodity rates on articles 
specified in this tariff are subject to the descriptions (including 
packing minimums), minimum weights (including graduated 
minimums for cars of 3614 feet in length), estimated weights, 
and all other rules of the classification and exceptions, if any, 
thereto, governing the class rates from and to the same points, 
unless it is provided in connection with the individual items that 
such classification descriptions, minimum weights, estimated 
weights and/or rules will not govern.” 


Tariff Interpretation—Percentage Basis for Rate Requiring Ref- 
erence to Classification Is Not Specific Commodity Rate 


Illinois —Question: With reference to your answer to “Illi- 
nois,” under the caption “Tariff Interpretation—Special Rates 
Published in Classification Exception Circular vs. Specific Com- 
modity Rates Published in Line Haul Tariff,” as published on 
page 1122 of the November 2, 1929, issue of The Traffic World. 

Rates that are established on a basis of a percentage of a 
class rate—if they are not class rates, what are they? Cer- 
tainly they can hardly be considered commodity rates. Is it 
not a fact that the Commission has on more than one occasion 
ruled that rates arrived at on a percentage of a given class by 
exception circular or other tariff authority are none the less a 
class rate? Your advice will be appreciated. 

Answer: In Elaborated Ready Roofing Co. vs. C. & E. I. 
Ry. Co., 109 I. C. C. 401, the Commission said: 


Defendant asserts, in substance, that the publication of the rate 
charged as an exception to the classification removed it from the 
classification and fixed a specific rate, and that therefore the inter- 
mediate rule was inapplicable. This contention is not sustained. 


The exception to the classification required reference to the tariff 
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naming class rates, and can not be considered as 2 speci 
modity rate. Boldt Paper Mills vs. Director General, fe te om 








Under this decision such a rate, we beliey 
sidered as a class rate. ©, Must be con. 

However, rates published in the manner prescribeq i 
Commission’s decision in Standard Oil Co. vs. A, 7 & rk 
Ry. Co., 113 I. C. C. 597, and National Roofing Co, ys CC F. 
& St. L., 139 I. C. C. 307, whereby petroleum and products th 
are made by first ascertaining the fifth class rate anq rt 
the rate shown opposite thereto in column 2 of the Official at 
sification Exceptions, are in effect commodity rates. ~ 


Routing and Misrouting—Initial Carrier Not Required to U 
Third and Intervening Carrier Where Its Line in Connection 
with Carrier Specified by Shipper Forms Complete Route 
New York.—Question: Will you kindly let me have yoy 

advice, together with reference to I. C. C. decisions, “po 

should know of any, that would obtain in the following probjen, 
and greatly oblige? : 

One of our subsidiary companies forwarded a carloaq of 
lumber from a point in Wisconsin to a point in Michigan, noting | 
the routing on the bill of lading as “Soo-P. R. R.,” but did not 
insert a rate in the bill of lading. Claim was presented to the T 
railroad based on rate of 264%c per 100 pounds, per W. T | 
Tariff No. 21-D, I. C. C. A-1700, the routing in which would be | 
Soo-Mackinaw City-P. R. R. The claim has been paid, but noy 
the railroad wants refund of the money, stating that had the 
word “Delivery” been placed after the routing the rate of 26% 
would have been protected, but inasmuch as same was left out 
and the shipment moved via Soo-Chicago-P. R. R., the rate of 
33%c was properly applicable. 

Our contention is that it was up to the railroad to protect 
the cheapest rate in view of the routing as shown, i. e., “Soo. 
P. R. R.,” no junction point being specified—the railroad advise 
had the shipment moved via Mackinaw City, the D.S. 8. &A. 
R. R. would have been an intervening carrier, whereas by 
bringing the shipment via Chicago, direct connetcion was had 
with the Pennsylvania Railroad. 

Your views on the subject will be greatly appreciated. 


Answer: If the consignor specifies the routing he desires 
his shipment to take by naming a carrier, which, in connection 
with the original line, forms a through route from point of 
origin to destination, the initial carrier cannot be charged with 
having misrouted the shipment if it bills it over that’ route 
instead of selecting a cheaper route in which these carriers 
participated, but with a third carrier intervening. Stebbins vs. 
D. L. & W. R. R., 42 I.-C. C. 150; California Packing Co. vs. 
Director-General, 96 I. C. C. 240. 


Tariff Interpretation—Proportional Rates on Brick Between 
Southeast and Ohio and Mississippi River Crossings 


Ohio.—Question: Item 82-A of Glenn’s Tariff 21-B, I. C. C. 
A-644, page 2, supplement No. 48. Would it be permissible un- 
der this item to use the rate, say, from Pittsburgh to Maysville, 
Ky., thence the combination south of Louisville less the 1 cent 
per 100 pounds. In other words, could the factor north to Mays- 
ville be used to Louisville, or could the factor from Louisville 
south be construed as applying from Maysville? 

Answer: Item 82-A of the tariff to which you refer reads 
as follows, with the exception that all of the Ohio and Missis- 
sippi River crossings are not listed in Note A: 


























On articles in the uniform brick list as described in item 4, rates 
to and from Ohio and Mississippi River Crossings (see Note A below) 
applicable on traffic destined to or originating at (as the case may be) 
points north, east and west of the Ohio and Mississippi Rivers, and 
Cc. & O. Ry. stations enumerated in Note B below, will be 1 cent per 
100 pounds less than the rates applicable to, or from (as the case 
may be) Ohio and Mississippi River Crossings proper. 

See Item 92 for basis for rates on common brick from Ohio and 
Mississippi River Crossings. 

Note A—The Term “Ohio and Mississippi River Crossings 3% 
used in this item includes the following points: Cincinnati, O., a 
ville, Ky., Cairo, Ill. Note B—List of C. & O. Ry. stations refe th 
to above: All stations on C. & O. Ry. in Kentucky, Charleston, —- 
Charleston, South Ruffner, Huntington, West Huntington and Wes 
moreland, W. Va. 


Under the provisions of this rule a basis is provided for 
proportional rates 1 cent less than the local rates between Ohio 
and Mississippi River crossings and points in Southeast Ter- 
ritory named in the tariff, on traffic originating north, east, and 
west of the Ohio and Mississippi rivers and stations oD the 
C. & O. specified in Note B. The item does not provide a basis 
for rates from Maysville, Ky., to the southeast, this point merely 
being a border point marking the line north of which the = 
must originate, in so far as southbound traffic is mee 1 
That is, the Ohio River crossings and the line of the C. : 
in Kentucky and the stations in West Virginia listed in = 
form the boundary line north of which, on southbound " 
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shipments must originate if the basis provided for in item 82-A 
is to be used. 


Reconsignment—Change of Destination—What Constitutes 


Alabama.—Question: Referring to answer given our query 
as published on pages 1072 and 1078 of The Traffic World, dated 
October 26, the ruling that you quote was dealing with an issue 
where the second request for change in dstination was asked. 

In the incident cited to you, the only issue involved was 
whether or not a request changing a car that had been recon- 
signed from one delivery to another delivery at the billed des- 
tination constituted a second change in destination. 

Reconsigning tariffs do not prohibit any number of recon- 
signments and diversions, but do restrict the change in destina- 
tion where the through rate is an issue to but one change. A 
change in route or a consignee, of course, is not a change in 
destination. 

Reconsigning tariff, rule 10, under “Definitions,” seems to 
explain just what destination and switching limits include. 
Your further comments in line with our request will be appre- 
ciated. 

Answer: We can locate no decision of the Commission 
in which they have defined what constitutes a change of des- 
tination, in so far as the provisions of the reconsigning tariff 
are concerned. However, from the decisions of the Commission 
in Transit Privileges on Lumber, 95 I. C. C. 154; Shafer Lumber 
Co. vs. Director-General, 83 I. C. C. 427; and St. Louis Blast 
Furnace Co. vs. V. Ry. Co., 24 I. C. C. 360, it is apparent that 
there can be more than one destination within the switching or 
municipal limits of a city. Rule 10 of the Reconsigning Rules 
does not, in our opinion, determine the question, but it is our 
understanding that, as the rules are being applied, the provisions 
of rule 5 do not govern such a reconsignment. 


Shipping—Damages—Measure of 


Massachusetts.—Question: I would like your advice upon 
the following: 

A common carrier by water, operating as defined in section 
1 of the bills of lading act, issues a bill of lading on port-to- 


port traffic which has a condition reading as follows: 


The freight on the cargo hereunder is based partly on the value of 
the cargo; in the case of household goods or personal effects the value 
is agreed to be not more than $5 for each 100 pounds. In the event 
of loss of or damage to cargo, for which the shipowner is liable, he 
shall not be liable for more than the market value at time and place 
of shipment, nor in any event for more than the invoice value of the 
goods damaged or short delivered, nor, in the case of household 
goods or personal effects, for more than $5 for each 100 pounds, and 
any = loss or damage shall be adjusted pro rata on the basis 
indicated. 


We have presented them with a claim for loss based upon 
the market value of the goods at destination. 

Will you please advise if it is your opinion that this carrier 
is governed by the so-called McCaull-Dinsmore Company deci- 
sion, 252 Fed. 664, where the court says: That the liability and 
the consequent amount of recovery should have been that of 
the common law, namely, the value of the goods at point of 
destination at the time they should have been delivered, and 
that this is the actual loss to the shipper caused by the failure 
of the carrier to deliver the goods at that time and place. 


We contend, in view of the fact that in absence of specific 
stipulation in relationship to the rate, we are entitled to the 
market value of the goods at destination plus interest on such 
value from the date when, in the general course, the goods 
should have been delivered, less the unpaid transportation 
charges. 

Do you agree with us? 

Answer:—In a libel on a contract of affreightment, to re- 
cover for damages to the cargo, the object of the law is to make 
the parties as nearly whole as possible for the damages sus- 
tained by reason of the breach of contract. 


When the loss of or injury to cargo occurs at the place 
where it is laden, and before the voyage begins, the carrier is 
liable for its value at such port, in the absence of special cir- 
cumstances making him liable for the value at the port of de- 
livery; and, although it is held that the ordinary measure of 
damages for the breach of a contract of affreightment, where 
the goods have been unlawfully disposed of at an intermediate 
port, is their prime cost, with interest, and charges of shipment 
and transportation (The Harriet, 11 Fed. Cas. No. 6094; King 
vs. Shepherd, 14 Fed. Cas. No. 7804; O’Connell vs. The Tally Ho, 
18 Fed. Cas. No. 10418; the Julia Smith, 13 Fed. Cas. No. 7136; 
H. Liebes & Co. vs. C. Klengenberg, 23 Fed. (2d) 611), the 
general rule is, in the absence of special circumstances, such 
as misconduct on the part of the carrier (The Olympia, 156 
Fed. 252; The Joseph Oteri, Jr., 66 Fed. 581), or the impos- 
sibility of showing the value of the cargo at the port of de- 
livery (Northern Commercial Co. vs. Lindblom, 162 Fed. 250; 
The Protection, 102 Fed. 516), that where the loss occurred 
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after leaving the place of shipment the damages are 


mated as of the port of delivery (The Emil £0 be est. 
645; United States Shipping Board E. F. ve. Besant” Kan 


S. Co., 12 Fed. (2d) 721; the Carbo Villano, 14 Feq (24) = 
¥ ( 


and the measure is the market value (T i 
Fed. 167; the Capitaine Faure, 1 Fed. (24) 406s Ae ett ” 
and the measure is the market value (The Arctic Bird cog ie 
United States, 286 Fed. 548), at the port of destination 
time they should have been delivered (The Oneida phy - 
687; The Arctic Bird, 109 Fed. 167; St. Johns n F a Fed. 
Corp. vs. Companhia Geral, etc., 263 U. S. 119), with hipping 
from the time delivery should have been made (The wee 
Bird, 109 Fed. 167; United States W. F. Co. vs. La. Com ct 
Transatlantique, 271 Fed. 184), and, in the absence of 
of such value, it will be presumed to have been their wie a 
point of shipment, with the freight added (The Arctic Sea te 
Fed. 167); and if the goods are merely injured on shipb _ 
the measure of damages is the difference between their ne 
in their damaged state and their value at the port of ead “ 
tion if they had been delivered in good order (The Seekeon 


155 Fed. 489; The Noagara, 18 Fed. Cas. No. 10221: The Augusto, 7 


29 Fed. 334; The Bencleuch, 3 Fed. (2d) 824; The Buckleigh 
3 Fed. (2d) 829), with interest from the time of delivery ana 
other items of expenditure made necessary by reason of the 
yong (The Berengere, 155 Fed. 439; The Bencleuch, 3 Fo; 


In St. Johns N. F. Shipping Corp. vs. Companhia Gera 
etc., 263 U. S. 119, the Supreme Court said: 


Generally, the measure of damages for loss of good tee 
when liable therefor is their value at the destination to whlch ca 
dertook to carry them. Lawrence vs. Minturn, 17 How. 100, 11) 
Mobile & Montgomery Ry. Co. vs. Jury, 111 U. S. 584, 586; New York 
L. E. & W. R. R. Co. vs. Estill, 147 U. S. 584, 596; Chicago, M. & st 
P. Ry. Co. vs. McCaull-Dinsmore Co., 253 U. S. ‘97, 100; Royal Ex. 
change Shipping Co. vs. Dixon, 12 A. C. (1887) 11; The Tarnia. 97 
Fed. 459; Hutchinson on Carriers, Vol. 3, Section 1360; Carver or 
Carriage of Goods by Sea, 6th Ed., Section 287. ss 


However, in The Asuarca, 13 Fed. (2d) 222, decided by the 
District Court, Southern District, New York, it was held that 
under a bill of lading provision similar to that set forth by you 


the measure of damages for goods lost or damaged should be % 


their value at place of shipment, the shipper being entitled to 
recover the invoice value of the damaged goods plus the freight 
paid thereon. In this case the court said: 


Article 23 of the bills of lading, under which the damaged ship- 
ments of onions were made, reads as follows: 


‘In case of damage or loss for which the steamship company 
should be responsible, the latter shall only be obliged to indemnify, 
by reason of them, for the actual and intrinsic value of the goods 
loaded, ascertained from the invoices of origin, or from valuation 
given by competent persons, without being obliged to pay any in- 
demnification for profits not made nor for increased valuation.” 


{t was the special commissioner’s thought that the foregoing 
clause, limiting the carrier’s liability, in case of loss or damage to 
the goods, to their value at place of shipment is invalid under the 
authority of Hart vs. Penna. R. Co., 112 U. S. 331, and Boston & 
Maine R. R. Co. vs Piper, 246 U. S. 439. He believed that such agree- 
ment, in order to be upheld, required that expressed liability should 
have been made the basis of a reduced freight rate. 


In reaching this conclusion, I think the commissioner erred. While 
the clause would, under certain circumstances, serve as a limitation 
of the carrier’s liability, it did not amount to, nor even approximate, 
an attempt to exonerate the carrier from its negligence, as was the 
case in B. & M. R. R. vs. Piper, supra. Here the agreement went 
beyond a mere limitation of the carrier’s liability, and became a con- 
ventional valuation of the goods to be applied in_ fixing damages. 
See Duplan Silk Co. vs. Lehigh Valley Ry. Co., 223 Fed. 600, 602, 139 


Cc. Cc. A. 146. 

In the case of The Oneida, 128 Fed. 687, 63 C. C. A. 239, there seems 
to have been no doubt expressed as to the validity of a clause such 
as is now under consideration. 


See also A. C. Lawrence Leather Co. vs. Compagne General 
Transatlantique, 18 Fed. (2d) 930; The Merauke, 26 Fed. (24) 
836; Anchor Line vs. Jackson, 9 Fed. (2d) 543, in which damages 
were allowed on basis of the invoice value, under bill of lading 
provisions so providing. 


NEW CLEVELAND UNION TERMINAL 


T. E. LeSueur, general passenger agent of the Nickel Plate, 
announces that, beginning December 1, sleeping cars on trails 
Nos. 5 and 6, between Cleveland, Fort Wayne and Chicago, wil 
depart and arrive at the New Cleveland Union Terminal. 
Sleeping cars from Cleveland will be ready for occupancy at 
9:30 p. m. and will leave at 11:50 p. m., arriving at Fort Wayne 
at 3:55 a. m. and Chicago at 7:50 a. m. Sleeping cars from 
Chicago to Cleveland will be ready for occupancy at 9:45 P. @ 
and will leave Chicago at 11:20 p. m., Fort Wayne at 2: 
a. m. and arrive at Cleveland at 8:20 a. m. Fort Wayne-Cler 
land sleeper will be ready for occupancy at 9:30 p. m. This - 
mean only a partial opening of the New Cleveland Union Ter 
minal, it is stated. Coach passengers will continue to use the 
West 25th Street Station. 
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HE temporary storage of perishable foodstuffs billed for reconsignment enroute 
is no longer a problem to traffic managers and railroad operating men, because 
of co-operation on the part of shippers and efficiency on the part of the railroads. 


During certain seasons perishable commodities move in such large volume 
that shippers must bill them to reconsignment points for distribution. Vizualize 
innumerable cars of fruit, vegetables, meat and dairy products rolling along the 
rails from various producing areas. To bring too many of them to one point may 
glut the market—destroy price levels—or cause tremendous waste by spoilage. 


As these cars are in transit, representatives of the U. S. Bureau of Markets 
and of the railroads are studying conditions at all important points. They know 
both the consuming and saturation limits at all strategic centers. Such informa- 
tion is of inestimable value to distributors of perishable foodstuffs who are thus able 
to divert cars in transit, or cars temporarily on storage tracks. 


Along the Norfolk and Western Railway, Roanoke and Portsmouth are the prin- 
cipal reconsignment points, with ample trackage and modern facilities for re-icing 
and attention to ventilation. Similar dependable service is maintained at Norfolk, 
Petersburg, Crewe, Bristol, Bluefield, Columbus and Cincinnati. Prompt advice 
is always available as to trains in which shipments are moving, the time they will 
arrive at any terminal, and cars are diverted as shippers instruct. 


During 1929, the Norfolk and Western Railway will handle approximately 
30,000 cars of perishable foodstuffs. Your distribution plans and reconsignment- 
in-transit arrangements may take on new life through the aid your nearest Norfolk 
and Western Freight Traffic Department representative will gladly give you. 
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- Doings of the Traffic Clubs 





The annual business meeting and election of the Transpor- 
tation Club of Louisville has been set for December 10 at the 
Brown Hotel. Two tickets of nominations have been presented. 
E. M. Haynes, general traffic manager, Mengel Company, has 
been nominated for president on the “Hi-Test Ethyls” ticket, 
and C. F. Kienzle, manager of the grain department, Louisville 
Board of Trade, on the “Paramount” ticket. Mr. Haynes will 
make a report on the meeting of the Associated Traffic Clubs 
of America at St. Louis and a proposed amendment to the by- 
laws, authorizing associate membership in the club will be 
voted on. 





The Miami Valley Traffic Club will have its annual dinner 
Feb. 4, at which officers will be elected. Two tickets have been 
presented, both of which are headed by B. E. Olsen, traffic man- 
ager, McCall Company, Dayton, presidential nominee. Organiza- 
tion of a Traffic Study Club was authorized at a recent meeting, 
classes to begin in December and continue until April. Meetings 
will be held every two weeks, with F. F. Kator, of the G. H. 
Mead Company, as instructor. Don Clark, of the Delco Light 
Company, is in charge of arrangements. 





The Oklahoma City Traffic Club will have a luncheon at 
the Hotel Skirvin December 2. Entertainment arranged by Bob 
Nixon will be presented. The annual dinner dance and installa- 
tion of officers has been set for December 12, in the Chamber 
of Commerce dining room. Entertainment will include bridge 
and a golf tournament. 

At the last meeting of the directors of the Akron Traffic 
Club it was decided to hold the election of officers by mail. 
The results will be reported at a luncheon at Eisingers Restau- 
rant December 10. The ticket presented by the nominating com- 
mittee is as follows: President, E. L. Morgan, traffic manager, 
Miller Rubber Company; vice-president (one to be elected), 
J. M. Hood, vice-president, A. C. & Y., and B. L. Bender, pas- 
senger agent, Akron Union Passenger Depot; treasurer, J. M. 
South, supervising agent, Pennsylvania; secretary, H. L. Sova- 
cool, industrial agent, A. C. & Y.; directors (railroad—two to 
be elected), W. W. Clark, district passenger agent, Pennsylvania; 
R. J. Thomas, general agent, M. & St. L.; C. A. Thomas, general 
agent, Railway Express Agency, and O. F. Knutsen, Knutsen 
Motor Trucking Company; (industrial—two to be elected), E. F. 
Malaney, traffic manager, Robinson Clay Products Company; 
R. S. Welsch, traffic manager, Hoover Company; W. G. Harris, 
traffic manager, Rubber City Sand and Gravel Company, and 
R. B. Brewer, traffic manager, M. A. Knight Company. 





The monthly meeting of the Junior Traffic Club of Chicago 
will be held at the Palmer House December 5. The educational 
committee has made arrangements for a debate on the subject, 
“Railroad Transportation versus Water Transportation; What 
the Advantages Are, One Over the Other, if Any, and What Ben- 
efits the Community in General Derives from Said Transporta- 
tion.”’ The first rehearsal for a minstrel show to be given in 
the near future will be hed at the Palmer House December 2. 


The regular luncheon of the Traffic Club of St. Louis which 
would fall on December 2 will not be held, because of proximity 


) 


to the annual dinner December 3. 





A luncheon of the San Antonio Traffic Club, November 25, 
was designated “‘Father and Son Day.” L. A. Handley, general 
agent, Illinois Central, was in charge of the program. The 
annual banquet will be held December 3. 





The fall meeting of the Central Ohio Traffic Club was held 
at Mansfield, O., November 21, in the Mansfield Leland Hotel, 
with an attendance of 175. The meeting opened with a dinner, 
which was followed by a business session, with President A. R. 
Tennis, division freight agent, Erie, Marion, O., in charge. He 
turned the meeting over to C. K. Smaltz, toastmaster, at the 
conclusion of the business session. Arthur Hughes, President of 
Hughes Keenan Company, Mansfield, was the principal speaker. 
Entertainment included acrobatic dancing, feats of magic, and 
radiograms. In the course of the business session D. H. Jones, 
secretary-treasurer of the club, reported 29 applications for 
membership, which were accepted. The next meeting will be in 
about two months. 





E. H. Newsom, traffic manager, Stein, Hall and Company, 
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has been nominated to the board of governors of the Traffic 
of New York. As the result of typographical errors the — 
has previously been printed as “Newstrom” and “Newson ,pame 





On November 12 the Dallas Traffic Club had its a 
election of officers. The following were elceted: w. R oo 
president, district representative, Pennsylvania; Douglas ~heny 
eron, first vice-president, traffic manager, Armstrong rting 
Company; H. G. Smith, second vice-president, division tealent 
agent, Missouri-Kansas-Texas of Texas; A. C. Webb, thirg = 
president, traffic manager, Atlantic & Pacific Tea lan 
D. W. Mackey, secretary-treasurer, soliciting freight etc 
Kansas City Southern; board of governors, N. L. Rankin G. 
Texas & Pacific; J. E. Farrow, T. M., Brown Cracker & Cy: 
Company; Harvey Allen, G. F. A., Missouri-Kansas-Texas: H T 
Lindsey, G. A., Southern Steamship Company; A. B. Bogan 
G. A., Newtex Lines; R. J. Sefton, G. A., Chicago Great Western 
On November 23, at the annual dinner at the Adolphus Hotel, 
officers were installed. Albert Reed presided as toastmaste, 
and the principal speaker was Mark McGee of Fort Worth, wh, 
spoke on “Timely Topics.” ita 





At the last meeting of the officers and board of governors 
of the Birmingham Traffic and Transportation Club an air 
transportation committee was created with Leander Poole, short 
line railway representative, as chairman, the committee to re. 
port to the civic division of the board of governors. Mr, Poole 
recently made the Alabama State Air Tour, as a representatiye 
of the Birmingham Traffic Club. He also attended the hearing 
before the second assistant postmaster general, in Washington 
November 25, in the interests of establishing a transcontinental 
mail air route via the southern territory. 





The December meeting of the Transportation Club of 
Decatur will be held at the Hotel Orlando December 11. Officers 
will be elected. 





At a meeting of the Traffic Club of Newark, December 2, E] 
Comancho, Indian scout and frontier character, will tell of ad- 
ventures in the old west, through the courtesy of the C. B. & Q 





A special meeting for election of officers will be held by the 
Traffic Club of New Orleans December 9. The annual “Christ- 
mas Supper Dance” will be given at the Roosevelt Hotel Decew- 
ber 21. 





At a luncheon of the Traffic Club of Kansas City, November 
25, Dr. Ralph W. Holbrook, president of the Jackson County 
Medical Association and a member of the Kansas City Board of 
Health, addressed the club on “Food Fakirs.” Grant Mitchell, 
star of the play “A Tailor Made Man,” playing in the city, was 
a guest of the club. 





At a recent meeting of the Phoenix Traffic Club at the 
Arizona Club, Dr. A. J. Matthews, president of Tempe State 
Teachers’ College, compared railroad accommodations in Europe 
with those in this country, based on observations made during 
a trip to Geneva, Switzerland, last summer. It was his opinion 
that accommodations for the passenger in this country are 
superior to those abroad. J. W. E. Trefz presided at the meet 
ing, due to illness of the president, W. L. Hamilton. The pro- 
gram was arranged by Reid Rowan, general agent, Texas and 
Pacific. 





A “Pre-Thanksgiving Turkey Lunc.icun” was held by the 
Traffic Club of Chicago at the Palmer House November 27. 





John F. Scott, president of the Minnesota Building and Loa! 
Association, was guest and speaker at a luncheon of the Trans- 
portation Club of St. Paul at the Union Depot dining room 
November 26. His subject was “Thanksgiving and Thrift.” Ev 
tertainment was furnished by the Great Northern Girls’ Qua 
tette. 





“Express Night” was observed by the Richmond Traffic 
Club November 18, with J. H. Butler, general manager Of the 
department of public relations, Railway Express Agency, as the 
principal speaker. He traced the development of the express 
business from its beginning in 1839 to the transfer of the prop 
erty of the American Railway Express Company to the rail 
roads in March of this year, and the present air express servic. 
Numerous relics of early express service were on display. The 
meeting was attended by a large number of express company 
representatives, as well as railroad and industrial traffic met. 





The Traffic Club of the Brooklyn Chamber of — 


held its monthly meeting at the Elks’ Club November 
Officers were elected. Louis Harber, traffic manager, U. ™ 
Printing and Lithographing Company, was unanimously 
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NickeL Pate Roan 


Effective Monday, December 
2, 1929, all freight will be 
handled at 


The New Terminal 


fat the Foot of East South Water Street 
Chicago, Illinois 











The freight house and team tracks 
at Roosevelt Road and Clark Street, 
and the team tracks at | 8th Street 
and Wentworth Avenue, Chicago, 
will be discontinued at the close 
of business Saturday, November 


30, 1929. 


Ship and Travel 


Nicke are Roap 
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elected president. The other officers presented in the report 
of the nominating committee were elected (see Traffic World, 
October 26, p. 1076). A. W. Shaffer, assistant to the manager 
of the marine department, New York Central, spoke on “The 
Dawn of a New Era in Freight Handling.” The entertainment 
committee presented a number of well-known artists. The 
annual dinner, originally set for November 12, will be on the 
steamship George Washington December 10. 

The twenty-first annual dinner of the Indianapolis Traffic 
Club will be held at the Columbia Club, December 4, at 6:30 
p.m. The principal speaker will be Harry T. Gardner, manager, 
Cincinnati Automobile Dealers’ Association, Cincinnati, Ohio, 
whose subject will be “Too Many Zebras.” R. L. Ward, general 
agent in Indianapolis for the Rock Island and chairman of the 
entertainment committee, has secured a railroad skit, “Even as 
You and I,” as the feature of the program. The act is a bur- 
lesque on railroad traffic solicitation, and presents the following 
railroad men of Cleveland: G. L. McNay, general agent, Western 
Pacific; R. Berman, traffic representative, Burlington, and H. F. 
Mocklar, general agent, Boston & Maine. Mr. Mocklar plays 
the part of an industrial traffic manager, Mr. Berman is his 
office boy, and Mr. McNay, author of the sketch, represents a 
traveling freight agent in search of freight traffic for his rail- 
road. About 350 are expected at the dinner, including a large 
number of out of town guests. Among them will be a representa- 
tive group of Cleveland industrial and railroad executives who 
have chartered a special Pullman car, leaving Cleveland the 
night of December 3. The “Varsity Orchestra” will play during 
the dinner. William F. Benning, division freight agent, Big 
Four, and president of the club will preside. 








TRAFFIC LEAGUE EDUCATION COMMITTEE 
The executive committee of the National Industrial Traffic 
League has appointed a special committee on advancement of 
the traffic profession through educational work. The chairman 
is R. W. Campbell, manager, traffic department, Butler Paper 
Corporations, Chicago. 
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Personal Notes 


Be ee eee ee ee eee ee a ee ee ee 


Edward A. Moynihan, newly elected 
president of the Sheboygan Traffic 
Club, Sheboygan, Wisconsin, is a 
charter member of the club, having 
been, to some extent, responsible for 
its organization. At the organization 
meeting held November 24, 1924, he 
was elected secretary-treasurer. After 
serving the organization for two terms 
in that capacity he was elected to the 
board of directors, then second vice- 
president for two terms, and then pres- 
ident. He entered the employ of the 
traffic department of the Sheboygan 
Association of Commerce in February, 
1920, after spending a year in the 
traffic department of the Crocker Chair nn 
Company, Sheboygan, the first position 
he took on leaving school. He was born February 18, 





1900. 
He was appointed to his present position of Assistant Traffic 
manager of the Sheboygan Association of Commerce in Sep- 


tember, 1925. 





Through a mistake of the photographer (and, also, of course, 
of the editor in not more carefully checking the work of the 
photographer) the name of President Pelley, of the New York, 
New Haven & Hartford Railroad was omitted from the list of 
the names under the picture of railroad men who visited Presi- 
dent Hoover, as published in The Traffic World, November 23, 
page 1319. 

A. N. Kolb has been appointed live stock agent, C. B. & Q., 
at South Omaha, Neb., effective December 1. 

N. C. Davis has been appointed district manager, coal bu- 
reau, Norfolk & Western, at Detroit, effective December 1. 

Samuel A. Latimer, coal traffic manager of the Pennsylvania 
Railroad, at Pittsburgh, died at his home in that city November 
21. He was forty-four years old. He began railroad work in 
the Pennsylvania Railroad station at Woodville, Pa., in Decem- 
ber, 1901, later being transferred to the division freight agent’s 
office at Pittsburgh. After wide and varied experience in sev- 
eral freight traffic offices in the Pittsburgh district, he became 
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chief clerk to the general ore and coal agent in Octob Qi" 
In January, 1928, he was made coal freight agent re 1917, 
of the same year was advanced to coal traffic manager M July 

T. H. B. McKnight, vice-president of the Pennsylvania ¢ 
pany and the Pittsburgh, Cincinnati, Chicago & st “pron _ 
sidiaries of the Pennsylvania Railroad, and formerly dca 
of the Pennsylvania Railroad, lines west of Pittsburgh aC 
retired from active duty on December 1, under the ‘enn be 
pension regulations. He is one of the veteran officers pt 
system and will complete, on the date of his retirement hse 
52 years of railroad service. He was born in Pittsburgh 
vember 16, 1859. After attending Western Pennsylvania Uni 
versity, he entered the service of the Pennsylvania Company 
1877, in the office of the second vice-president and treasurer - 
Pittsburgh. i 

“In view of the increased duties which, over a long period o! 
years, have devolved upon the secretary’s office,” the board .- 
directors of the Pennsylvania Railroad has created the new posi. 
tion of vice-president-secretarial department. Lewis Neilson, 
who since 1901 has been secretary of the company, was electej 
to fill the new post. J. Taney Willcox, heretofore assistant 
secretary, was promoted to secretary, succeeding Mr. Neilson 
When Mr. Neilson became secretary of the Pennsylvania nearly 
29 years ago, he was also appointed secretary of four subsidi. 
aries in the eastern lines of the system. 





A. L. Peterson, president of the 
newly organized Transportation Club 
of Springfield, Ill., in February, 1917, 
entered the service of the L. E. & W., 
now in the Nickel Plate system, at Bos- 
well, Ind., as station helper. He was 
with the L. E. & W., working in vari- 
ous capacities until January, 1920, at 
which time he entered another line of 
work. However, in the fall of 1921, he 
was employed by the C. & A. Railroad, 
at Springfield, Ill. January 15, 1922, 
he went to the Central Illinois Public 
Service Company. He organized the 
traffic department in this company and 
is now in charge of it. He is a mem- 
ber of the Chicago, Peoria and Decatur 
transportation clubs also. 








Retirement of one official, transfer of three others and pro- 
motion of a fifth in the operating department of the Northern 
Pacific were announced at the general headquarters offices at 
St. Paul November 25. James Shannon, superintendent of the 
Idaho division at Spokane, Wash., will be retired under the 
pension rules of the company on December 1. He will have 
completed 40 years of continuous service with the Northern 
Pacific. Effective also on December 1, D. S. Colby, who has 
been superintendent of the Dakota division, with headquarters 
at Jamestown, N. D., will become superintendent of the Idahi 
division, with headquarters at Spokane, succeeding Mr. Shannon 
R. T. Taylor, who has been superintendent of the Yellowstone 
division, with headquarters at Glendive, Mont., will become sv: 
perintendent of the Dakota division, with headquarters at 
Jamestown, succeeding Mr. Colby. D. M. Driscoll, who has 
been superintendent of ore operations, with headquarters at 
Duluth, will become superintendent of the Yellowstone divisiol, 
with headquarters at Glendive, succeeding Mr. Taylor. 6G. » 
Slade, who has been trainmaster of the St. Paul division, Wi! 
headquarters at Minneapolis, will become superintendent 0 
ore operations, with headquarters at Duluth, succeeding Mr 
Driscoll. 4 

Frank C. Keen, Jr., commercial agent of the Atlantic, Birn- 
ingham & Coast, at Miami, Fla., has been appointed genera! 
agent at Jacksonville, succeeding C. I. Allen, who died. 8. t. 
McLemore, freight traffic agent at Atlanta, has been promoted 
to commercial agent. . 

C. E. Bingham has been appointed traveling freight aget' 
Kansas City Southern and Texarkana & Fort Smith, at Kans 
City, succeeding F. W. Eby, promoted. The appointment ' 
effective December 1. ' 

M. J. Gormley, chairman of the car service division of the 
American Railway Association, has been elected to the news 
created office of executive vice-president of the association. 
Election of the following to the board of directors, by dette 
ballot, is announced: Canadian territory, Sir Henry W. Tho™ 
ton, chairman and president, Canadian National; eastern 7 
tory, W. W. Atterbury, president of the Pennsylvania, and E. ‘ 
Loomis, president of the Lehigh Valley; New England oe 
tory, J. J. Pelley, president, New York, New Haven & —. 
southern territory, A. C. Needles, president of the —- 
Western; western territory, Hale Holden, chairman of rot 
ecutive committee, Southern Pacific, and W. B. Storey, presi®*" 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


fe) 





lel 









EEEeGeeelaa 





ele e]e) 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 
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Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 
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Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
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=} notices of several of them, and more 
i than ten other important items. 
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The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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of the A. T. & S. F. Their terms expire in Noy 

The following were elected to the nominating see 1932, 
the term expiring November, 1931: Elisha Lee, onan for 
of the Pennsylvania; Ralph Budd, president of the Gua ae 
ern, and Daniel Upthegrove, president of the St. Loui North. 
western. . as South. 





Charlton A. Swope, general eastern freight agent of 
Louisville and Nashville Railroad, was elected president of the 
Traffic Club of New York, November 25, after a contin = 
service as secretary of the club since its organization, a oo 
of 23 years. He was born in southern Indiana at Consthaaen 
in 1863. He says Sville 
he was practi- 
cally born into 
railroad life, 
as his father, 
Francis M. 
Swope, a promi- 
nent business 
man, was a con- 
tractor on the 
construction of 
the Jeffersonville, 
Madison and 
Indianapolis Rail- 
road, now a part 
of the Pennsyl- 
vania Railroad 
System. After- 
wards he was an 
agent for the rail- 
road and, at the 
same time, a mer- 
chant in the vil- 
lage of Carothers- 
ville. Later he 
served as a mem- 
ber of the board 
of directors of 
the same railroad 
for several years 
until it lost its 
corporate identity and was absorbed into the Pennsylvania Sys- 
tem. Charlton Swope relates that his first recollection of the 
railroad was at about the age of six when he crawled from the 
station platform to the family residence opposite, under a freight 
car attached to a halted train, after which the customary cor- 
rectional measure was applied in liberal quantity, and which 
has given him due respect for a freight car, wherever found. 
About 1873 the family moved to Seymour, Ind., where Francis 
M. Swope helped to organize a manufacturing business known as 
the Seymour Manufacturing Company, which business is in 
operation today and which is still partially owned by Charlton 
Swope and his family. In 1881 the family moved to Madison, 
Ind., and the subject of this sketch attended Hanover College, 
at Hanover, Ind., graduating in 1885 with the degree of B.§ 
In 1886 he engaged with the Louisville and Nashville Railroad 
as a stenographer at its general offices at Louisville, Ky. After 
a short time he was promoted to be secretary to the ‘Superin: 
tendent of transportation, George E. Evans, now executive vice- 
president of the L. & N. Later Mr. Swope became secretary 10 
J. M. Culp, general freight agent of the L. & N. (afterwards vice 
president of the Southern Railway) and remained in the same 
position with Mr. Culp’s successor, Y. Van den Berg, and later 
with C. B. Compton. In 1898 he was sent to New York as travel 
ing freight agent and was appointed eastern freight agent 10 
1903. Later the title was changed to general eastern freight 
agent and he has remained in that position since that time. He 
assisted in the organization of the Associated Traffic Clubs 0 
America and is now a member of the board of directors. He 
was honored at his election, November 25, by the presentatlot 
by The Traffic Club of a set of resolutions beautifully engrossed 
commemorating his long service. 





SOUTHEAST ADVISORY BOARD 


Shippers and receivers of freight in Alabama, Florida, 
Georgia, Louisiana (east of the Mississippi), Mississippi, Nor 
and South Carolina, Tennessee and Virginia and railroad rep 
resentatives will gather at New Orleans, La., December 6, for 
the seventh annual and twenty-eighth regular meeting of the 
Southeast Shippers’ Advisory Board. An attendance of appro” 
mately 600 is anticipated. Reports will be presented by — 
basic industry in the southeast, portraying the current ns 
prospective trends of production, markets, distribution “ 
stocks on hand, and estimating the volume of business expec 
in the first quarter of 1930. ah 

For the first six months of 1929, the shippers of the one 
east estimated they would require 1,936,936 cars for the 
ment of their commodities. The actual loadings report A 
the southeastern railroads for this period were 1,944,644 ct 
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TRANSMARINE LINES 


LOS ANGELES (Wilmington—Berth 188) 
10 SAN FRANCISCO (Pier 39) 


MOBILE, ALA. yh By Steamer 


TRANSMARINE LINES 


Port Newark Terminal = 5 Nassau St., New York City 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
Telephone Mulberry 4300 Telephone Rector 0020 39 South St. Oliver Bldg. Law Bldg. 
Agencies: Buffalo, Los Angeles, Mobile, Oakland, Phone: PLAZA 7377 Phone: ATLANTIC 1432 Phone: NORFOLK 21265 
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2 | Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle, Tacoma and Portland 


FROM 


BALTIMORE AND NORFOLK 


FAST FREIGHT SERVICE 


Direct Service 






OAKLAND (Grove Street Pier) 






-™ Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 

Pennsylvania Railroad 

Central Railroad ef New Jersey 

Lehigh Valley Railroad Steamer 







SAILING FROM 
STEAMER BALTIMORE| NORFOLK 


NN UNE o.oo asc cles sicapnorw 


December 31.................. 
AND ALTERNATE WEDNESDAYS THEREAFTER 






Gulf-Intercoastal 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other informatien apply to 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, Telephones: Whitehall 10398-9 


December 5.................... SURICHCO 
December 24.............00% SUWORDENCO 











General Offices: 








Pittsburgh, San Francisco, Seattle And at our Branch Offices at ports of call, etc. 











fore the Sun has Made its Round 


imports have been safely transported 
from the Customs at Vera Cruz to 


ae CITY and PACHUCA. 
on — in 23 hours 


PUEBLA — zz 20 hours 
: Nearest Entry Port 










VERA CRUZ is 


Zt WS THE MEXICAN RAILWAY (Electrified) 
rh es is the Only Standard Gauge Line. 


baysrestadeeBrenientsizests It Is the Shortest Line. 


Ship Via Water and Rail—Lowest Rates 


WEEKLY STEAMER SERVICE TO VERA CRUZ FROM 
NEW ORLEANS—AMERICAN FRUIT LINE 
NEW ORLEANS—CUYAMEL FRUIT LINE 
NEW YORK—WARD S. S. LINE 


THE MEXICAN RAILWAY—Vera Cruz Route 


p> ve PATON, General Agent 
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EDISON: 
Mill our pre- 


sent stenographers 
using Ediphones be 
more valuable to 
our executives 2 
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YES. The independence of the 
dictator with an Ediphone at 
his desk reflects the same ad- 
vantage to the stenographer. 
She is relieved from routine 
and delay and gains more 


time for executive assistance. 


Let us prove this. Telephone “The Edi- 
phone,” your City, or ask us for the book,“An 
Easy Way to Chart Your Correspondence.” 


Ask for Travel Service 
THOMAS A. EDISON, INC. 
ORANGE, N. J. 


World-Wide Service in all Principal Cities 
LONDON OFFICE: 
Victoria House, 

Southampton Row 









Radio Program Monday Evenings 
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variance of less than 1 per cent between the advance esti 
of the shippers and the subsequent actual movement me 
Election of officers and an address by L. R. Powell , 
dent, Seaboard Air Line, on the “Interdependence of — 
and Transportation” will be features of the meeting, seis 
S. L. Yerkes, vice-president, Grider Coal Sales Agency, Bj 
ingham, Ala., general chairman of the board, will phar 
assisted by Thomas J. Burke, commissioner, Charleston Tat, 
Bureau, Charleston, S. C., vice-chairman, and E. Del Wo ‘ 
traffic manager, Chattanooga Manufacturers’ Association Che 
tanooga, Tenn., general secretary. ia 





PACIFIC COAST ADVISORY BOARD 


The business barometer of California and states to the 
southeast, including Nevada, Arizona and New Mexico, wil] hay. 
its annual reading when the Pacific Coast Transportation 4y. 
visory Board convenes at the St. Francis Hotel, San Francisco 
December 6. George A. Leithner, district manager of the - 
service division of the American Railway Association, wil] pre. 
sent a report showing the total car loading of all products of 
these states to date, for the year. The anticipated car loading: 
will be reported for the first quarter of next year by group com: 
mittees, covering every type of production in this territory 
Charles E. Virden, of San Francisco, is general chairman of the 
board, and Norman H. Sloane, general manager of the California 
State Chamber of Commerce, is general secretary. 


RAILROAD VALUATION 
Editor The Traffic World: 

Having been identified with the question of railroad yaly. 
tion, both in and out of the Commission, for over fifteen years, 
I have read with interest the article by Professor Sorrel] j; 
your issue of November 9. 

If I may revert to Professor Sorrell’s conclusion, first, | 
would like to insert the viewpoint, as I see it, of the one cop. 
testant he omits from his discussion of how each approaches 
the problem. I refer to the “engineer,” which is my own par. 
ticular field. 

In the hearings before the Commission relating to valu. 
tion, the “engineer” has appeared as an expert more extensivel 
than the accountant or the economist. He has, in fact, been 
drilled to meet the law, the economic theory, and to follow 
best engineering practice. Is not “valuation” largely synon- 
ymous with “appraisal,” which in itself signifies an engineering 
estimate based on correct engineering procedure? 

The problems involved, the various theories, and even the 
difficulties in railroad valuation, are very well stated in Pro- 
fessor Sorrell’s article. I find, however, a lack of review 0! 
the most pertinent court decisions. 

What of the O’Fallon decision, which clearly admonishe: 
the Commission to consider present reproduction cost or It 
production cost at the date of the investigation? The principal 
defect in that decision, from the appraiser’s point of view, is 
its lack of definite instruction as to the proportion of consider? 
tion to be given current reproduction cost. 

From the standpoint of the engineer, who is also the 
economist, value and valuation mean a stable base uninfluencet 
by vagaries such as stock market fluctuation of securities 0 
other factors not truly related to the physical units of prpoerty 
in public service. 

Washington, D. C., Nov. 23, 1929. Henry J. Saunders. 





Professor Sorrell takes up the O’Fallon decision in a sub- 
sequent article, published November 23.—Editor The Traffi 
World. 





QUALIFICATIONS OF SOLICITORS 

That every passenger and freight solicitor should be it 
mately acquainted not only with his own line and the service 
offered but with those of his competitor, was the declaration © 
W. D. Woods, district passenger agent of the Wabash, in an && 
dress before a recent meeting of the Arkansas Passenger ale 
Freight Association, at Hot Springs National Park. Satisfac 
tory service to patrons depended on the ability to give the facts 
wanted rather than on “bluff,” he said. “The man who can, “1s 
of his store of knowledge, give his patrons complete informatio! 
regarding his connections and competitors as well as his - 
is certainly better equipped and a more valuable asset to ™ 
employer than one who cannot do this,” he said. 





RAILROAD FUEL COSTS 


Total cost of coa] and fuel oil used by Class I railroads f 
road train and yard switching service in the nine months s 
with September amounted to $242,480,056, as compared 2 
$254,026,368 for the corresponding period in 1928, accoreey 
statistics compiled from carrier reports by the Bureau o pod 
tistics of the Commission. For September the total ngs oy 
132,290 as compared with $28,102,777 for September, 1926. 
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How well can you read, analyze, and correctly interpret classi- 
fications, tariffs, exceptions, Tariff Circular 20, and the I. C. C. Act? 


and_ exhibits ; shortened procedure; and complete hearings, in- 
cluding exceptions, arguments, rearguments, and final opinions. 


Cincinnati, YOU LEARN BY DOING 
Detroit, Dayton, with carriers’ actual an - na publications. 

* * i t Class 
Indianapolis and Chicago pn cia oe New York 


TERMINALS: s 608 S. Dearborn St. 299 Broadway 
Detroit Chicago Harrison 8650 Worth 5820 








731 23rd St. : F Dept. 26 Dept. 26 
bafesette 3470 ae from a wre to ripe s Practical training by mail available at all times. 

1: oor Over night, safely, at rail rates, ' 
Bang and fully insured and saving cart- COLLEGE OF ADVANCED TRAFFIC 
fete sage age at both ends—if they go by Great 
Cincinnati Central. 


DENVER, COLORADO 


4] E. 2nd St. One thousand miles—and more—of 


Phone ‘ e . 
Main 229 dependable, daily, freight service. 
Dayton 


“iit A RALTRAY, 
<e ‘2, 












EST. 1927 
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FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


























Profits in the 
Shipping Room! 


Happy in the thought 
that their shipments 
are made care 


COTTON 
CONCENTRATION 
COMPANY 


















Most firms do not expect profits from their shipping 
departments, but if you could cut 5 to 20% from 
your packing and shipping expense, that would 
naturally increase the net profit just that much. 

















Through the application of Signode Tensional Steel 
Strapping, we have accomplished these savings for 
many firms. Don’t you think it would pay you to 
let us check up with you? Our work is entirely 
free from obligation or high pressure. Let us hear 
from you today. 






With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
we are in position to make 
Prompt deliveries at a mo- 
ment’s notice. 




























Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, III. 


SIGNODE 


The Sealed Steel Strapping 


We also manufacture round wire tensional reinforcements, wire 
tying machines, all forms of nailed strapping, pail clasps, 
clutch nails, tag fasteners, etc. Write for general catalog. 


















COTTON CONCENTRATION COMPANY 
GALVEST on 7 ani 


GEO. SEALY 
President” a ey 
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PANAMA MAILS. 8.CO. 


Regular Fortnightly Sailings Direct to 
PUERTO COLOMBIA, CARTAGENA, CRISTOBAL, COLON, 


BALBOA, PANAMA CITY, CORINTO, LA LIBERTAD, 
ACAJUTLA, CHAMPERICO and MAZATLAN 


With trans-shipment service via Cristobal to all above 
Central American ports at DIFFERENTIAL RATES. 


Shipments also accepted for Punta Arenas, San Juan del 
Sur, Amapala, San Jose de Guatemala, Acapulco and 
Manzanillo, Mexico. 


Next Sailing from New York . . . November 28 


Interceastal freight accepted beth West and Eastbound, frem New York 
te — —— Harbor and San Francisco and from California perts 
te New Yerk. 


140 S. Dearbern St., Chicage, IIL. 2 Pine Street, San Francisce, Cal. 


10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


Consider 
Competition 


for Markets! 


THE element of speed is vital in these 
days of keen competition. Fast “President 
Liners” make available express speed for 
your freight shipments to and from Yoko- 
hama, Kobe, Shanghai, Hong Kong and 
Manila. Sailings every alternate Saturday 
over the short route from Seattle. Thru bills 
of lading issued to ail Oriental ports. 


Six large American-owned express “Cargo 
Liners” augment this service with frequent, 
dependable sailings to and from the Orient. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 


The Traffic World 
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ROLLING STOCK ON ORDER 


Class I railroads on November 1 this year had 
cars on order than on any similar date since 1924 accord; 
to the car service division of the American Railway henna” 
Freight cars on order on November 1 this year totaled pe 
This was an increase of 27,561 cars above the number op oe 
on November 1 last year, an increase of 22,506 cars thea a 
same day two years ago, and an increase of 18,996 cars hen 
November 1, 1926. It also was an increase of 9,036 carg aby. 
the number on order on that date in 1925. - 

Of the freight cars on order November 1, 1999 Teports 
showed 18,304 were box cars, an increase of 14,859 compare 
with the same date last year. Coal cars for which orders ja, 
been placed numbered 12,983, an increase of 11,774 compared 
with the number of such cars on order on November 1 last year 
Refrigerator cars on order totaled 520, flat cars, 1,785, ang other 
miscellaneous freight cars, 50. “= 

Locomotives on order on November 1 this year Dumberes 
294, compared with 121 on the same day in 1928, and 80 ip 1997 
On November 1, 1926, the railroads had 334 on order. i 

New freight cars placed in service in the first ten months 
of 1929 totaled 68,073, of which box cars totaled 33,179: co 
cars, 24,893;; flat cars, 3,313; refrigerator cars, 3,459, and stock 
cars, 2,646. Other classes of equipment installed in. geryig 
during that period totaled 583. : 

New locomotives placed in service in the first ten months 
of 1929 totaled 612. ; 

Freight cars or locomotives leased or otherwise acquire 
are not included in the above figures. 


4 


more freigh; 





SOFT COAL CARRIAGE IN 1928 

Figures compiled by the Department of Commerce’s pureay 
of mines show that in 1928 of the 500,744,970 tons of bituminous 
coal produced 467,347,915 were loaded at the mines into railroad 
cars or waterway vessels for shipment from the mines. The 
bureau statement about the figures says that as these statistic; 
include non-revenue railroad fuel they may differ from thos 
compiled by the railroad companies, which often show only 
revenue freight and include coal received from connecting lines 
or coal shipped off lake docks as well as that originating on 
the lines reporting. 

The tables show the amount of coal loaded in each state 
in each class of carrier vehicle. They do not attempt, in al! 
instances, to consolidate the reports from various carriers s0 
as to show railroad system figures. 

Shipments in railroad cars from the mines show 445,876,451 
tons and by water 21,471,464 tons. Local trade around the 
mines and the mine employes absorbed 21,989,624 tons: 
4,602,209 tons were used for power and heat at the mines and 
6,805,222 tons were made into coke at the mines. 

The bureau also called attention to differences in figures 
about shipments by waterways compiled by it and the statistics 
published by the United States army engineer office. It pointed 
out that the army engineers, at Pittsburgh, reported that ship 
ments on the Monongahela River, in 1928, amounted to 
21,770,000 tons, or more than the bureau reported for all water: 
ways. The differences, the bureau said, were due to various 
causes, in part to the fact that shipments of coal loaded in cars 
at the mines and later transferred to boats would be classified 
by the bureau as rail coal and by the army engineers as river 
coal. The bureau reported the Monongahela as having carried 
19,405,454 tons. The Allegheny was reported as having carried 
790,126 tons, the Kanawha as having carried 468,296 tons, the 
Ohio 565,709 tons, the Kentucky 93,047 tons, the Muskingum 
100,000 tons, the Black Warrior 47,590 tons, and the Tradewater 
as having carried 1,242 tons. 





CONDITION OF EQUIPMENT 


Fewer freight cars were in need of repair on November! 
than at any time on record, according to the car srevice division 
of the American Railway Association. On that date there wer 
126,055 freight cars in need of repair, or 5.7 per cent of the 
number on line. This was a reduction of 3,085 cars under the | 
best previous low record, established on October 19, 1929. It 
also was a reduction of 3,614 cars under the second previous 
low record, which was made on January 15, 1927. 

Freight cars in need of heavy repairs on November , 
92,433, or 4.2 per cent, a decrease of 2,144 cars compared sad 
October 15, while freight cars in need of light repairs totale’ 
33,622, or 1.5 per cent, a reduction of 941 compared with Oct 
ber 15. 7 63} 

Class I railroads of this country on November 1 had et 
locomotives in need of repair, or 13.4 per cent of the ps 
on line. This was a decrease of 598 compared with the numbe 
in need of repair on October 15, at which time there were 
or 14.5 per cent. _— 

Locomotives in need of classified repairs on Novem with 
totaled 4,057, or 7.1 per cent, a decrease of 287 compared - 
October 15, while 3,574, or 6.3 per cent, were in need of runnll: 


1 totaled 
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What Some of Our Clients Have to Say 





About Our Service 








“BUSINESSLIKE MANNER” 


Good business men like things done in a busi- 
ness way. That is why so many avail them- 
selves of our “Watching” Service. 


Mr. B. J. Hamm, Manager, 
Service Department, 
The Traffic Service Corporation, 
310 Mills Bldg. 


Dear Mr. Hamm: 

Your “Watching” Service has unquestionably 
been of advantage to us, and our requests for 
information have been handled in a most busi- 
nesslike and satisfactory manner. 


With kindest regards, I am 
Yours very truly, 


CERTAIN-TEED PRODUCTS 
CORPORATION 


(Signed) OSBORN VAN BRUNT, 
General Traffic Manager. 








“AUTOMATIC INFORMATION” 


It is one thing to look for and “dig out” infor- 
mation—another thing to have it handed to you 
automatically unsolicited—That is what “Watch- 
ing” Service does for our clients. 


Traffic Service Corporation, 
310 Mills Building, 
Washington, D. C. 


Gentlemen: Your “Watching” Service as typi- 
fied by this instance has been splendid and is very 
much appreciated. As a matter of fact, when you 
had previously automatically advised us, after hav- 
ing responded to our initial request for some in- 
formation, I was on the point of addressing you, 
but your automatic information rendered this un- 
necessary. I was on the point of doing the same 
thing last week but was interrupted, so that had 
not your present letter been received I would 
probably have been in the dark on this matter 
for a day or two longer until news of the Com- 
mission’s order was noticed in your daily issue— 
and there is always a chance that one will over- 
look items of this kind—or until further advised 
by you upon specific request. 

I can certainly compliment your “Watching” 
Service, Very truly yours, 

THE CLEVELAND-CLIFFS IRON CO. 
(Signed) HERBERT KEOPPE, 
Traffic Representative. 








“PUBLISHED NEWS” 


Our publications, the Traffic World and Traffic 
Bulletin, are the recognized traffic and transporta- 
tion authorities — Our “Watching” Service adds 
to their value. 


Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

Equipped as we were with The Traffic World, 
The Traffic Bulletin, a number of separate sources of 
information and memberships in several traffic associa- 
tions, there was at first some question as to whether 
= \ a the ‘‘Watching’” Service which you con- 

uct. 

After an experience of three or four years it is a 
pleasure to say that we did need it and that the 
service deserves continued favorable comment, both 
from the standpoint of its completeness and because 
of the clarity of the information. 

The service releases the time of a high salaried em- 
ployee which would otherwise be spent in reading and 
searching for information and is, on the whole, a little 
more of a guarantee that nothing will escape our at- 
tention than was the previous method. 


Cordially yours, 
LEVER BROTHERS COMPANY 
(Signed) L. D. SNOW, 
Traffic Manager. 


“TARIFF CHANGES” 


The so-called complete tariff file does not fill 
the need—“Watching” Service does not depend 
on SOME tariffs—it has the COMPLETE file. 


Mr. B. J. Hamm, Manager, Special Service Dept., 
The Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Dear Sir: 

I feel I must say a word in regard to your 
“Watching” Service. We have on file several 
thousand current railroad tariffs but we can- 
not hope to have tariffs showing all in and 
outbound rates at our competitors’ mills. While 
we carefully check the new issues for changes 
of interest to us, hardly a day passes but that 
you advise us of an interesting change in 
rates which we would not otherwise know of. 


Very truly yours, 
WEST VIRGINIA PULP & 
PAPER COMPANY 


(Signed) C. C. FURGASON, 
Traffic Manager. 





Write us for further information 


THE TRAFFIC SERVICE CORPORATION 


Washington, D. C. 
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Increased Salaries for 
Traffic Managers 


“A plan of pooling L. C. L. shipments which I worked out 
has saved large sums for my firm and our customers, and has 
won the attention of railroad men,” writes L. V. Mullett, Traffic 
Manager for Mutschler Brothers Co., Nappanee, Ind. “As I 




























have advanced, through the aid of LaSalle training in Traffic 
Management, my income has increased proportionately. It is 
now 140% larger than when I began my training, but my 
biggest satisfaction lies in being able to do my work efficiently.” 
Whether or not you have had years of experience in traffic work, 
you will be interested in LaSalle’s 64-page booklet, “Oppor- 
tunities in Traffic Management.” Send for it today. It’s FREE. 
Address Dept. 1195 T. 


LaSalle Extension University,Chicago, Ill. 





modern 
warehouses — 


GPoT stocks are economically 
distributed east or west from 
T & T warehouses. * * Both cold 


and dry storage. * * Financing. 


TERMINALS & TRANSPORTATION CORPORATION 
OF AMERICA 


275 Hamburg Turnpike McDougall Terminal 
BUFFALO, N. Y. DULUTH, MINN. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 











ROCHESTER, N. Y. 











GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse, fully equipped and centrally 
located in the City of Rochester 
{nsurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N. Y. 
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repairs, an increase of 314 above the number in pn 

on October 15. Ged of repais 
Class I railroads on November 1 had 4,041 Serviceab] 

motives in storage compared with 4,006 on Octboer 15. © loco 





TRAVEL SERVICE BUREAU 


The Dixie Flyer Route, composed of the C. & E, ] L&yx 
and N. C. & St. L., will open a new travel service urea x, 
Chicago, effective December 1. The purpose is to provid in 
convenient place for loop patrons to get travel infleemente. 
Although maintained by lines operating to the south seins 
and southwest, the primary object is one of service to the ron 
eling public, regardless of destination. H. R. Sampson, rears 
traveling passenger agent of the Chicago & Eastern Mlinois 
has been appointed manager of the new bureau. ‘ 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the Deriod 
November 8-14, inclusive, was 226,131, as compared with 163,393 
cars in the preceding period, according to the car service divi. 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: ’ 


Box, 100,553; ventilated box, 217; auto and furniture, 22,565. total 
box, 123,336; flat, 6,884; gondola, 29,814; hopper, 36,111; total ¢coa) 
65,925; coke, 220; S. D. stock, 18,095; D. D. stock, 3,243; refrigerator 
6,978; tank, 270; miscellaneous, 1,180. i. 


Canadian roads reported a surplus of 12,000 box, 500 auto 
and furniture and 200 flat cars. 


NEW COMPLAINTS FILED 


No. 22873. South Georgia Traffic Bureau, Cordele, Ga., for Home 
Guano Co., Dothan, Ala., vs. A. C. L. et al. 

Rates in violation sections 1 and 3 of act, phosphate rock, other 
than ground, Florida producing points to Dothan, Ala., as com- 
pared with rates to Montgomery, Ala. Phosphate rock rate pref- 
erential to ground phosphate rock. Ask rates for future anj 
reparation. 

No. 22874. Maryland Glass Corporation et al., Baltimore, Md. ys 
B. & O. et al. 

Unreasonable charges, glass bottles, Baltimore, Md., to points 
in New Jersey and New York. Ask reparation. 

No. 22875. Krohn Ice Co., Chicago Heights, Ill., vs. E. J. & E. etal, 

Rates and charges in violation section 6 of act, ice, Channel 
Lake, Ill., to Chicago Heights, IIll., via interstate route. Asks 
cease and desist order and reparation. 

No. 22877. Cambridge Lumber Co. et al., Cambridge, Neb., vs. Ark- 
ansas Valley Interurban et al. 

Unreasonable rates and charges, salt, Kanapolis, Hutchinson 
and Lyons, Kan., and other points taking same rates in Kansas, 
to points in Colorado and Nebraska. Ask rates for future and 


reparation. 
No. 22878. Raphael Glass Co., Los Angeles, Calif., vs. Pennsylvania 
et al. 


Unreasonable rates and charges, rolled wire glass, Sergeant, Pa 
to Los Angeles, Calif. Asks reparation. 

No. 22879. Texas-Louisiana Power Co. et al., Fort Worth, Tex., ¥s 
Santa Fe et al. 

Unreasonable rates and charges, blowers, contractor’s outfit, 
machinery, tractors, oil well supplies and other commodities, from 
and to points in Arkansas, Kansas, Louisiana, New Mexico, Okla- 
homa and Texas. Ask reparation. ; 

No. 22880. International Paper Co., New York, N. Y., vs. Canadian 
National et al. 

Rates and charges in violation sections 1 and 6 of act, woodpulp 
board, Fort Edward, N. Y., to Three Rivers, Que. Asks cease ant 
desist order and repartion. 








Docket of the Commission 


$e Wor Ber Sor Oor 


NOTE—items in the Docket marked with an asterisk (*) are = 
having been added since the last issue of The Traffic World. Cone 
lations and postponements announced too late to show the change 
this Docket will be noted elsewhere. 


December 2—Hattiesburg, Miss.—Mississippi Railroad Commission: » 

Finance No. 7782—Application Edward Hines Yellow Pine Trus a 

for authority to abandon operation of their railroad in Lama! 
Pearl River and Hancock counties, Miss. 


December 2—Atlanta, Ga.—Examiners Pyle and Mackley: 
22673—Atlanta Journal vs. N. C. & St. L. Ry. et al. 
22739—-Southern Ruralist Co., Inc., vs. L. & N. R. R. et al. 

December 2—Pueblo, Colo.—Examiner Cheseldine: F. By 
22641—National Broom Manufacturing Co. vs. A. T. & S. F.™ 

et al. 

December 3—Washington, D. C.—Examiner Woodrow: ner hear 
Finance No. 3541—Excess Income of D. M. & N. Ry. (furthe 

in 





g). tr 
Finance No. 3706—Excess Income of D. & I. R. R. R. (further hea 


ing). 

December 3—New York, N. Y.—Examiners Faul and Boat: 
Fourth Section Application Nos. 13647 et al. 

December 3—Jacksonville, Fla.—Examiner Money: _ 
15806—Lehigh Portland Cement Co. vs. A. & R. R. BR. ot at RE 
15900 (Sub. 1)—Tidewater Portland Cement Co. vs. A. & ® * 

et al. (further hearing). ; G. ¥ 

December 3—Washington, D. C.—Assistant Traffic Directors ¥- 

Crosland and R. V. Pitt: 
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HENRY J. SAUNDERS EDWARD A. HAID 
t and a tine Relating Especial ns on to on and railroad 
ee Rates—Consolidations and Valuations gen y- 
643 TRANSPORTATION BLDG. 1704-6 Boatmen’s Bank Bidg. 
St. Louis, Mo. 


WASHINGTON, D. C. 
eee 
‘YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 












You can reach Traffic World 
readers each week 


Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 





THOMAS M. WOODWARD 


ATTORNEY AT LAW 


Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner 





H. D. DRISCOLL 


ATTORNEY AT LAW 
|p. J. WRIGHT and H. R. CONLEY, Rate Specialists 














502-8 Petroleum Building mit 
OKLAHOMA CITY, OKLA. for the Interstate Commerce Commission. 
|Washington Office, 714 Transportation Bldg.| Transportation Building, WASHINGTON, D.C. 











Moultrie Hitt Ben B. Cain, Jr. 
Clarence A. Miller G. Kibby Munsen 


HITT, MILLER, CAIN & MUNSON 


Attorneys at Law 
Interstate Commerce and Federal 
Matters a Specialty 


Tax 
Union Trust Building WASHINGTON, 


J. K. MOORE 


C. R. HILLYER, 


Continental Iineis Building, Chicage, Illinois 


F. C. HILLYER, 
New Chamber ef Commerce Bldg., Jacksonville, Fla. 
COMMERCE COUNSEL 


ja Attorney-Examiners eof the Interstate 
Cemmerce Commission 







D. C. 





Dick Dixon 










| peak A. Leffingwell 










LEFFINGWELL & DIXON Attorney at Law 
| ATTORNEYS AT LAW Rate Specialist 
| SPECIALIZING IN RATE, CLASSIFICATION Specializing in Cemmerce Practice 
AND VALUATION CASES Cotton Exchange Building 
OKLAHOMA CITY, OKLA. 


| Nineteenth Fleer, Santa Fe Bldg., Dallas, Texas 


WARREN H. WAGNER 


ATTORNEY AT LAW 


| Investment Building, Washington, D. C. 
Fermerly Assistant Chief Examiner 


Interstate Commerce Commission 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- 
sions, rates, price fixing and valuation. 

PRACTICE IN ALL COURTS 


Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 













BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transpertatien Matters 
Interstate Commerce and State Commission Cases 
E. W. | 
mmerce Attern 
1006 Fifth Street, doonemente, Calif. 
th Street 


19 Fourteen 369 Pine Street 
Washingten, D. C. Oaxland, San Francisce, Calif 


CHARLES E. BELL 
TRAFFIC ANALYST 


Freight Rate Analyses 
| Preparation of Rate Complaints 


| Transpertation Building 








YOUR ANNOUNCEMENT | You can reach Traffic World 
| in this directory for 52 consecutive readers each week 


es will cost less than first class Through the use of an advertise- 
postage to mail a single communi- ment in this space at the small 


| cation to each expense of about one-fortieth of 
| ee ae a cent per subscriber. 


DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


FEDERAL TAX 
1540 BUILDERS’ BUILDING 


810 Eighteenth St. WASHINGTON, D. C. 





DIRECTORY OF TRAFFIC MANAG 
AND COMMERCE EXPERTS AND 






PAYSOFF TINKOFF 


ATTORNEY AT LAW 
—AND— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
SPECIALIZING 


















—=f j= 
INTERSTATE COMMERCE CLAIMS 
—AND— 


ES 
CHICAGO, ILL. 






JOS. C. COLQUITT 


ATTORNEY AT LAW 


Freight Classification Matters 
Interstate Commerce and 
Departmental Practice 























HARLEIGH H. HARTMAN 


ATTORNEY AT LAW 


Formerly Rate and Finance Examiner 
and Valuation Attorney for 
Interstate Commerce Commission 


610-614 Mills Building WASHINGTON, D. C. 


HENRY C. KEENE 
ATTORNEY AT LAW 


Fifteen Years With Interstate Cemmerce Com- 
missien as Acceuntant, Atterney and Examiner 


Inferstate Commerce Litigation a Specialty 
Transportation Bldg.. WASHINGTON, D. C. 


MANGHUM, MANGHUM & SHANDS 
COMMERCE ATTORNEYS 
Transpertation Building, Washingten, D. C. 
State-Planters Building, Richmend, Va. 
Masen Manghum, —~w— 9 with Interstate Cem- 
merce Commission and Virginia Cemmissien. 


H. E. Mengiem, Seemed Sagem Counsel, 


JOHN ANDREW RONAN 
LAWYER AND COMMERCE ATTORNEY 
11 South La Salle Street, Chicage, Ilineis 

Twenty Years’ Practical Experience in 

Transportation and Traffic Matters 

Telephene Randelph 0844 
































































S, TRAFFIC 
ECIALISTS 


T. D. GEOGHEGAN 


COMMERCE SPECIALIST 


Matters Before State and Federal 
Commissions and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. C. 


RATE CASE ACCOUNTANT 
Statistical and Cost Compilations 


Facilities and mass of material at han 
us to furnish essential statistics 4 even minor 
cases at a price within the reach of any litigant. 


DANIEL D. CONTARSY, C. P. A. 
160 North La Salle St., Chicago, Illinois 
Telephene Central 0037 


ER 
SP 
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Fourth Section Applications Nos. 13809 and 13864—Re (emergency 
routing rule clause contained in rule 4 (k), Tariff Circular 20). 


sees eg 4—Argument at Washington, D. C.: 
1. & ee of loading charges on petroleum and its 
BB S.. at Tulsa, Okla. 
bay vw 4—Atlanta, Ga.—Examiner Archer: 
& &. 3346 (and ist supplement)—Imported fertilizer materials from 
+ oe Atlantic and gulf ports to southern points also to points 
in central territory. 
22208—Mobile Chamber of Commerce vs. G. & S. I. R. R. et al. 


December 5—Ft. Smith, Ark.—Examiner Taylor: 
13535—Consolidated Southwestern Cases (further hearing on 
question whether vinegar stock (crude juice of low grade apples) 
in carloads and rates thereon, shall be excepted from application 
and requirements findings heretofore made by Commission in 
said proceeding). 
December 5-6—Argument at Washington, D. C.: 
15100—Depreciation charges of steam railroad companies 
14700—Depreciation charges of steam railroad companies. 
Ex — 91—General revision of accounting rules for steam rail- 
roads. 
December 6—Baltimore, Md.—Examiner McGrath: 
22753—J. F. Solley & Co., Inc., et al. vs. B. & O. R. R. et al. 


December 6—Anniston, Ala.—Examiner Archer: 
22595—-Anniston Traffic Bureau vs. L. & N. R. R. et al. 


December 6—Pittsburgh, Pa.—Examiner Disque: 
|. & §S. 3379—Furnace or foundry limestone from Hillsville, Shaw 
Jct., and Walford, Pa., to Youngstown, O., and adjacent points. 


December 6—Washington, D. C.—Examiner Griffin: 
22771 on Sub. 1)—Falling Spring Lime Co., Inc., vs. C. & O. Ry. 
et al. 
December 6—Washington, D. C.—Examiner Trezise: 
22607—-Mathieson Alkali Works, Inc., vs. A. & W. Ry. et al. 


December 7—Kansas City, Mo.—Examiner Taylor: 

13535—Consolidated Southwestern Cases (further hearing—as_ to 
whether K. C. K. ss R. may and shall be permitted to 
establish and maintain, for application to the first four classes, 
from Kansas City, Mo., to stations on its line in Kansas, class 
rates which will be relatively lower, distance considered, than 
its corresponding rates established and maintained for applica- 
tion to other classes and commodities pursuant to findings here- 
tofore made by Commission in said proceedings). 


December 7—Chicago, Ill—Examiner Harraman: 
22529—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 


December 9—Hazelhurst, Miss.—Examiner McChord: 
22272—Mississippi Vegetable Shippers’ Bureau vs. A. & R. R. R. et al. 
se Vegetable Shippers’ Bureau et al. vs. A. & R. 

R. R. et al. (with respect to rates brought in issue by complaint 
and not with respect to refrigeration charges). 


December 9—Minneapolis, Minn.—Examiner Hagerty: 
22686—Atkinson Milling Co. vs. A. A. R. R. et al. 

December 9—Chicago, Ill—Examiner Harraman: 
22694—-Beatrice Creamerv Co. vs. A. A. R. R. et al. 


December 9—Cleveland, O.—Examiner Disque: 
22724—Laboratory Products Co. vs. M. C. R. R. et al. 


December 9—Philadelphia, Pa.—Examiner McGrath: 
22792—-Atlantic Refining Co. vs. A. C. R. R. et al. 


December 9—Tampa, Fla.—Examiners Pyle and Mackley: 
22670—Florida Fruit Canners, Inc., vs. A. C. L. R. R. et al. 
22700—Florida Fruit Canners, Inc., vs. A. C. L. R. R. et al. 


December 10—Hannibal, Wis.—Railroad Commission of Wisconsin: 
Finance No. 7773—Application of Stanley, Merrill & Phillips Ry. Co. 
for authority to abandon its railroad. 


December 10—Oklahoma City, Okla.—Corporation Commission of Okla.: 
Finance No. 7819—A pplication Oklahoma-Southwestern Ry. for au- 
thority to abandon its railroad. 
December 10—Minneapolis, Minn.—Examiner Hagerty: 
— eo Sub. 1)—Archer-Daniels-Midland Co. vs. C. B. & Q. R. 
». Ot ai. 
22628—Archer-Daniels-Midland Co. vs. C. & E. I. Ry. et al. 
* 17876—Twin Cities and Head of Lakes Joint Passenger-Train Serv- 
ice (further hearing). 


HOW MANY time saving forms are you using in your traffic de- 
partment? There are 19 in our free folder, ready to be mailed for 
your inspection today. Investigate these potential money savers now. 
Ask for “Traffic Department Forms.’’ The Traffic Service Corpora- 
tion, Merchandise Department, 418 South Market Street, Chicago. 


We Bind The Traffic World 


AERA ay STEN 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery .. ‘ 
g 


350-354 West Erie Street 


Do You Know =.«~- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 
JOS.STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 


Vol. XLIV, No, 29 


The Traffic World, ———________Vl. Xv, way 


LEONARD’S GUIDE 
“ue FREIGHT, EXPRESS, PARCEL POST 


CEL POST 
Rates and Routing All in One Book! 


Send for Sample Sheets 


G. R. Leonard & Co. 


188 N. Clark St., Chicago 18 E. 26th St., New Yor 


A COMPLETE SERVICE 
for the warehousing and 
distribution of 0 f merchandise 
to Illinots points. 


DECKTUR 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 
Storage 


ERMIN': 
o0KS, Pooi Car 


4c t i i 
cH 2000 Carload Distribution 


Capacity 


NEV ORLEANS 


In the heart of the Commercial District 


we have a distrib depot for package freight, op- 
erated for the partic service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES ooiittni 


: RICHMOND, VA. 


Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 

2 Southern R. R. Siding.  25¢ Ins. Rate 

GZ Virginia Bonded Warehouse Corp. 
¥ 1709 East Cary Street 


cRoOO 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, “one 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 


Cold and dry storage distribution 
Ro Py ge BR on 
pp a eS 

exeept for veri Lowest 0 
modern f: Ee tes to 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
THE TERMINAL BUILDINGS 


Pittsburgh Terminal Warehouse & Transfer Company 
Terminal Way and Carson Streets . Pittsburgh, Pennsytvasis 





